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Narrow-Gauge Tramway Locomotive. 


For the engravings and the following description of this 
engine we are indebted to Engineering: . 


_ The tramway locomotive of which we egy engravings 
is one of a type which has been designed by the Société de 
St. Leonard, of Liége, Belgium, of whose works M. O. Bihet 
is the a and managing director. A number of en- 
gines of the pattern illustrated have already been ordered 
for two Italian lines, namely, the Bari-Barletta line of the 
Société Générale des Tramways, and Biella-Cossato line of 
‘the Société des Chemins de Fer Economiques; these lines 
are of a heavy character, the maximum gradients being 30 
per 1,000 or 1 in 331, and there being numerous curves 
with a radius of but 60 metres (196 ft. 104/in.). The ga 

of the lines is 0.75 metre (29.58 in.), and the work to 
done consists of drawing trains of 45 tons weight (exclusive 
of ~~ engine) at a mean speed of 25 kilometres (151¢ miles) 
per hour. 

The engines have to use as fuel either good English coal or 
‘briquettes, while for the feed rain water only will be used. 
These conditions, combined with the fact that the nature of 
the water supply has rendered it necessary that the supply 
should be taken at points somewhat inconvenient for the 
traffic, have led to the adoption of; capacious tanks, large 
heating surfaces and boilers of a relatively larger capacity 
than usual. In view of the narrowness of the gauge also the 
-centre of gravity has been kept very low and the total width 
of the engines over all has been limited to 2 metres (6 ft. 


6% in.). 

Referring to our engravings it will be seen that the engine 
shown is eight-wheeled, three pairs of wheels being coupled 
and having their axles under the barrel of the boiler, while 
‘the uncoupled axle at the trailing end is fitted with radial 
axle boxes. The coupled wheels are 2 ft. 7!¢ in., and the 
* trailing wheels 2 ft. 1.6. in. in diameter, while the total 
wheel base is 12 ft. 5.6 in., the — wheel-base of the group 
-of coupled wheels being 6 ft. 19.6 in. 

The cylinders, which are outside, are 11 in. in diameter 
with 1 ft. 384 in. stroke, so that the traction force amounts 

11?x 15.75 
to—-—_——— =60.5 lb. 

81.5 
sure per square inch on the pistons. The cylinders are fixed 
at a distance apart of 5 ft. 44¢ in. from centre to centre, 
and the length of the connecting rods is 3 ft. 7.2in. The 
valve motion is of the Walschaert type so largely used on 
the continent. 

It will be noticed from our plan and transverse section 
that all the axles have the bearings outside the wheels, the 
driving and coupling being effected by outside cranks. The 
springs are all arranged outside the frames, compensating 
‘beams being introduced between the springs of the second 
and third pairs of coupled wheels. To accommodate the 
radial axles of the trailing wheels the frames, instead of 
being made parallel —— are set outward near the 
line of the front of the fire-box, they being ata greater dis- 
tance apart at the rear than at the front of the engine. 

A noticeable feature in the engine is the extensive use of 
phosphor-bronze, not only for bearings, butialso for other de- 
tails euly made of iron or steel. Thus the expansion 
links, cross-heads, pistons and piston-rods (each piston being 
in one piece with its rod) and valve spindles are all of phos- 
phor-bronze, the application of this material to these pur- 
poses having originated with the makers of the engine. The 
additional cost involved — use of the phosphor-bronze in 
place of iron is to some extent compensated by the reduction 
in machine work and hand labor, while on the other hand in 
the case of repairs and renewals the owners of the engines 
can get a good — for the old material. Altogether the 
use of phosphor-bronze in this way is of much interest. 

The principal dimensions of the boiler of the engine we il- 
lustrate are: 


for each pound of effective pres- 












ft. in. 
Dhampnbat OF Che GRRE... 5.aoci. ec cas. ce vcccccs vevcssess 2 99 
Length sas - Rekanpaneyscauhekpawesics. 10 2 
«of fire-box casing. . 3. 3.4 
Width i: pg Fe 3 114 
Thickness of shell plates. ... 0 0.43 
Width of inside fire-box (maximum)... 2 6 
= ” “ — (minimum).... .... s wheens el 
Height of fire-box above grate (maximum). ......... Se 
* = 7 *  (minimum)........... 2 29 
Lemgtth Of QORbe..... 0.2. 0sccdt cccevcccsccccgscessooses 3 a 
OE Nia a cnn waked teri vcnvccnsssnns, 96 86 
Diameter “ UO iaties caktines ase cdsaccis aac 0 1.61 
Length ? between tube plates. 10 2 
| "Pee eee 0 0.98 
Diameter of chimney (maximum). 1 2.25 
= x (minimum). . « LO 22 
Height “ above rails. ........,........... 10 6 
Volume of water in boiler with water level 4 in. 
above fire-box crown......... Rubens bcted +h eP ee an 48.7 cub. ft. 
Working pressure Of steam .................ceeeee eee 132 Lo sq. in. 
sq. ft. 
Bienes mGNees. THIS Fis sisi eds ciccee cree 369 
PER tik vcien swowewevsaneacese es 37.7 
RR Fins Satan ss Vaden. NeghUcbadwd hasnt 406.7 
FirO-GTAtO ATER ... 222. ccccce vecsece sodvesesssssenes 8.7 


The fuel bunkers carry 16 cwt. of coal, and the tanks con- 
tain 419 gallons. When empty the engine weighs 13 tons 
16 ewt., of which 11 tons 5!¢ cwt. rests on the coupled 
wheels; while in working order the weight is 1814 tons, of 
which 15 tons are carried on the coupled wheels. Taking 
the adbesion at one-eighth the load on the coupled wheels 
the engine we illustrate is calculated by the makers to be 
capable of hauling the following loads on the various gra- 
ddients named: 





Loads hauled. 
tons. 
Ce IN oo x5 bo ones Ande eat ae ahaha AS F5aA Agnes Gonen gman 456 
On incline of Sper1,000=1in200 —............- cece eens 209 
by BO * BA SD Bc cevcveccccscdsccsccee 133 
¥ | ew” k S Soml 8. AAR £5 
° 20 * 1000=1%* 50 72 
= 25 “ 1,000=1* 40 57 
“ 30 * 1000=13 BB AB... cocrecsese coecees MOK 
Altogether the engine is an interesting example of a type 


specially designed to do heavy work on a narrow gauge 
line. 


Cost of Mail Transportation. 


In the report of the Second Assistant Postmaster General 
the cost of mail transportation for the year ended June 30, 
1881, is summarized as follows: For 1,194 railroad routes, 
aggregating 91,569 miles, $11,613,368; for 226 steamboat 
routes, aggregating 21,138 miles, $753, 167; for 10,272 other 
routes, known as “Star Routes,” aggregating 231,290 miles, 
$6,957,855. Total cost, $19,823,890. Compared with the 
Jast annual statement the railroad service shows an increase 





of 76 routes, of 6,249 miles and of $1,114,382 in annual 
cost. The steamboat service shows a decrease of five 
routes of 2,182 miles, and of $134,054 in annual cost. The 
“Star” service shows an iuerease of 409 routes, a 
decrease of 3,949 miles and of $364,144 in annual cost. The 
cost of the ‘'Star.”: service: for 1881 was $6,957,355, a de- 
crease of 4,97 per cent. in’ cost, compared with the amount 
expondatt in the year 1880. The appropriation for the year 
ending June 30, 1882, is $7,900,000, being $942,645, or 
13.55 per cent., in excess of the cost of this service for 1881. 
It was thought that the estimate for ‘* Star” service can be 
safely pla at $7,250,000, a decrease of $650,000 from the 
appropriation for 1882, and $292,645 more than the rate of 
expenditure Jan. 30, 1881. In this estimate provision is 
made for new service that may be. petitioned for and estab- 
lished after due investigation, looking to the uirements of 
the ames interested and the p:stal facilities now fur- 
nished. 


ANNUAL REPORTS. 
New York Central & Hudson River. 





The annual report to the State Engineer and Sui veyor has 
been submitted for the year ending Sep:. 30, 1881. This is 
the first one made out throughout on the new form, which 
requires somes more information than was provided for by 
the old form. 

The road worked remained unchanged, but a loop 7.81 
miles long, from Syracuse Junction to Dewitt, heretofore 
counted asa se te road, is now reckoned as third and 














proved terminal facilities at New York and Buffalo, the 
Rochester improvements. the new third and fourth tracks 
between Rochester and Buffalo, and the additions to the 
stock of freight cars absorb $4,891,000 of the total of 
$5,083,000 expended for additions to the property. 





The property is represented as follows : 
Sept. 30, 1881. Increase. 
Capital stock......,...........- $89,428,300.00 tt ih a a il 
Funded debt.... .. ........... 43,473,033.33 $2,000,000.00 
Unfunded debt..... .... ...... 5,556,682.81 237,242.70 
OW ore ss <casccreaeet $138,458,016.14 — $2,273.242.70 


The stock and debt is thus $28,367,799.24 more than the 
reported cost of the property. The latter increased more 
than $5,000,000 during the year, against which there is an 
increase of but $2,000,000 in the funded debt, and the small 
increase in unfunded debt, which is only in floating balances 
which vary greatly from time to time. 

The excess of stock and bonds over cost has decreased 
nearly $5,000,000 within a few years. 

Of the funded debt $7,460,800 of 6s. mature in 1883, 
$1,422,900 of 7s in 1885, and $2,391,000 0f 6s in 1887. 
These can be renewed at a very much lower rate of interest. 
The other bonds all mature in 1903. The whule debt is so 
much less than the stock, however, that the rate 
of interest on it does not much affect the 
dividends. The whole amount of interest is but 3.2 per 
cent. on the stock, and less than the surplus after paying 
dividends in 1879-80, The amounts of eac class of bonds 
are: 


para N. Y. Cen. & H. R. R. Ist Sept. 30, 1881. Inc. or Dec. 
fourth tracks, and this reduces the mileage of road owned to| mort. coupon 7s, due 1903. ... $9,3:0,000.00 Dec. 485,000.00 
748.74 miles, and of road worked to 993.29; the actual| N. Y. Cen. & H. R. R. regis- — 
length worked, However, has been unchanged for several _ tered 7s, due 190%......... z:> 18,125,000.00 Ine, 2,485,000.00 
years. All the’ additions have been in second, third and | N..¥.Ce. &H.R.R.sterling7s, | 30 
fourth tracks and sidings. The following is the mileage: Hudson River 2d mortgage 7s, i = RNDEOEA O05 
Main line (New York to Buffalo)................... ee See) eee S ccce EM =— whee ecseccce 
Branch ed 306.99 | N. Y. Cen. 6s, due 1883... .... a. |. I eeeoee 
Branches | : oo N. Y. Cen. 68, due 1887......... FY eee 
Third track.... 316.433 Pe ebithsksoseesshbes aint $43,473,033.33 Inc. $2,0C0,000.00 
Siding ~ henge 4 poe pt The increase is in the registered 7s; of the consolidated 
TY Pees eet tteeeeeeeeeeceecnnncees ceeeeeeey 5-39 | mo ge to which these belcng there are $32,198,323,33 
ONE eS on ee 2.622.23 | issued of a total ‘of $40,000,000 authorized. The report 
TO ei 5 ih 5 Toss bees scesscnaccccesse 2,520.77 | gives among the items of income $778,151 for premium on 


This shows an increase of 101.46 miles in the total length 
of tracks. Most of this is in the third and fourth tracks be- 
tween Rochester and Buffalo, which were nearly completed 
during the last fiscal year. ; 

The changes in second, third, et>., tracks separately are 
easy tv misunderstand, as in constructing an additional 
track many old sidings become second, third or fourth 
track, so that with a number of new sidings added, the 
whole amount may be dec instead of increased. 

The equipment was at the close of the last fiscal year: 








Inc. or Dec. 
Locomotives: 1881. 1880, 
In passenter SOTWIGO 55 oo cck voces 118 
In freight service... .............. 286 
In switching service........ ...... 234 
Dummies... ... et ert ee 8 
646 Inc. 7 
Passenger train cars: 
PID. ind anoiesscechicaxe os eo 00 343 Dec. 2 
Second-class and emigrant........ 92 Dec. 1 
Baggage mail and express........ 153 Dec. 9 
» ere 588 Dec. 12 
Ine 1,764 
. 13 
Inc, 319 
Inc 15 
i Ire. 28 
| REE Ge Seen ‘ Dec. 16 
«Rp re Cee ere 443 Dec, 12 
rrr re 1,487 Ine. 977 
Coal, 4-wheel. .................... 1,548 Dec. 9 
Conductors’, 8-wheel.............. 179 Dec. 16 
Conductors’, 4-wheel.... .... .... 48 Ine. 22 
Total, 8-wheel....................08 20,158 Inc. 3,044 
Total,i-wheel................ 05.000 2,307 Inc. 15 
a SE eT 22,465 Inc. 3,059 
Service cars: 
RP eae ere ee 60 Inc 11 
pA EE er er 14 7: 
DORs ok petites radensicsssscncen 74 11 


The reduction in passenger, emigrant and baggage, mail 
and express cars was due to sales of old stock, for which 
capital account is credited with $33,500. The increase in 
freigbt cars was no less than 15% per cent. and was cniefly 
in box cars (13 per cent.) and 8-wheel coal cars (191 per 
cen 


lows: 
Cost of Road and Equipment. 
Seat, Sie. Inc. or Dec. P.c. 
Grading and masonry.$19,863,581.56 Inc. © $227,717.58 1.2 
Bridges........... ...  2,620,150.23 Ine. 32,351.60 1.2 
Superstrvcture, in- ‘ 

cluding iron and be 

eee: 30,438,458 .92 Inc. 949,689.79 3.2 
Stations. buildings, 

WEES. daha cass 8s x01 13,885,246.16 Ine. 823,787.20 6.3 
Land, Il-nd damages 

and fences........ 14,647,532.72 Ine 1,024,179.14 7.5 
Locomotives, fixtures 

and snow plows..... 6,233,236.79 Ine. 59,500.00 1.0 
Passenger und bag- 

gage cars... ....... 1,378,792.79 Dec. 33,500.00 2.4 
Freight and other cars. 13,607,157.48 Ine. 1,743,950.00 11.5 
Engineering and agen- 

SS Re ra 3.004,981.17 Ine. 5,507.90 0.2 
Floatin Sy ment, .. 249,960.00 Inc. 249,960.00 <A 
Rochester ke On- 

tario R. R.......... Sh aves eden 
Lewiston Railroad.... 400,000.00 kee eee 
Saratoga & Hudson 

River R. R..... ... 2,000,000.CO 8 keene 
Buffalo & N. Falls 

SR RRR ERE ee 658,921.56 
Syracuse Junction 

RR Rar aye eee. Riesertvem 
Junction (Buffalo) 

WE, Wes o 5... dee vedepen Ne ee err 

OME «oss edo Peaee $110,090,216.90 Inc. $5,083,163.21 4.8 


We have thus in this one year an addition of no less than 
$5,083,000 to the cost of the company’s property. The col- 
umn of increases during the year shows for what this sum 
has been expended, but it does not indicate where it has 


chiefly been e ded. The $1,744,000 for additional 
freight cars (at the remarkably low average cost,. for these 
times, of each) tells for itself. Of the expenditures for 


ng, masonry, superstructure, etc., $1,081,880 was 
or the new third and fourth tracks between Rochester 
org ai Rew York ity, SSM, S68 for Sonar yop 
pment at New * 7 ‘or 

at Buffalo, and 835 for land and the tegheelor of the 
improvements w are to make a freer e th h 
the city of Rochester. All but $45,440 of the $1,024, 

ex ed for land was at these three places. Thus the im- 


t). 
The items of cost of this property are reported as fol-* 





nds sold, which would make the price received from the 
issue of $2,000,000, 138.9. 
The following are the items of the unfunded debt : 








1881, 1880. 

Pay-rolls and operating expenses 
MEE cnnenndesoree onedeseves sed $3,737,625 .86 $2,300,681 .29 
Due other ra‘lroads........... 1,534,661 .17 2,424,357 .47 
Interest due and unpaid 2,153.62 2,153.62 
Dividends unpaid ......... ........ 41,573.76 27,311.42 
Bonds past due ................0005 3,555.00 2,500.00 

Bonds given or assumed on pur- 
chase of real estate.............. 237,113.40 472,346.31 
aia ctuceeses sabgrersaved $5,556,682.81  $5,319,440.11 


The large increase of $1,347,000 in wages and bills ac- 
crued and not paid at the close of the year is nearly bal- 
anced by the decrease of $890,000 in dues to other roads 
and $235,000 in real estate bonds. 

The new form of rt requires the number of stock- 
holders. There were Be74 at the end of September last, 
against 4,550 the year before. This gives an average hold- 
ing of $15,761 this year, against $19,563 last year. These 
are very large average holdings for this country, made so, 
doubtless, by the many millions of the stock owned by the 


managers. 
The work done during the past two years has been as fol- 
lews: 














Train-miles : 1880-81. 1879-80. Increase. P.c, 

assenger........ 5,135,328 5,086,311 49,017 1.0 

reight .......... 12,160,213 11,567,707 592,506 5.1 
Switch and work. 6,978,857 5,568,759 1,410,008 25.4 

, ery 24,274,398 22,222,777 2,051,621 9.2 

Traffic: 
No. ngers... 8,900,249 8,270,857 629,392 7.6 
Passenger miles.. 373,768,980 330,802,223 42,966,757 13.0 
Tons freight, 

Commercial .... 11,591,379 10,533,038 1,058,341 10.0 

For company... 580,878 605 84,273 17.0 
Ton-miles, 

mercial... ..... 2,646,814,098 2,525.139,145 121,674,953 4.8 
Ton-miles, for 

company........ 53,351,742 51,629,636 1,722,106 3.3 


The report gives a statement of through and local 
passenger and freight separately, but in this report those 
only are counted “‘ through” which passed over the whole 
line between New York and the Niagara River. The 
figures : 


No. Passengers through............. 164,561 116,5 41.5 
“ ia ase nee .. sxvnans 8,736,688 8,154,551 7.7 
Tonsfr'ght through | West and nerth, 430.407 Saves 35.9 
2,493,085 2,038,131 22.3 

Tons freight local | res¢'and north. SO13494 -. ae 


9,098,294 8,494,907 7.1 
The number of tons of freight carried of each of the follow- 
ing classes was : 








1880-81. 1879-80. Inc. or Dec. .P.c 
Products of the for- 

ooh. (re 679.643 570,410 I. 109,233 19.2 
Of animals........ .. 853,050 584,197 I. 268,853 46.0 
Of vegetable foed... 3,183,319 3.261,402 D. 78,081 2.4 

Other agricultural — , m : 
products.... ....++ 564,471 491,526 1. 72,945 15.0 
Manufactures.... ... 1.472.581 1,556,367 D. 83,786 5.4 
Merchancise... ..... 1,800, 671,630 I. 1,129,000 168.2 
7 re 2.472.239 1,639,506 I. 832.733 50.7 
Other articles.... ... 565, 1,758,000 D. 192,554 18.7 
DEGR..0.6s coneses 11,591,379 10,533,038 I. 1,058,341 10.0 


The last year for the first time, in accordance with the 
new form of report, a statement is made of some of the 
items of which the above are composed. These are: 





704319 Lumbe east 
dnvesdinicinnnihiae mmber.... ...... .-.. G23, 
Grain REdbbssseee wewwS 2,231,821 | Pig and bar iron and 

Live stock...... ....+++ 1,871 Fe ee 66,729 
Meats and provisions.. 297,649 | Iron and other ores... 273,033 
Petroleum.........-+-- 468, 


Of these only live stock and preres were reported 
separately the year before. The former shows a decrease 
of 25. tons (4.2 per cent.), and the latter an increase of 
87,075 tons (8.6 per cent.), 
jacoce Of freight. and. 0 
¢ 0 ; and on a 
eleven regular classes of freight in one direction, and in the 
other and in both many subdivisions by 


possible to make an accurate and com 
these heads. The New York Central has come as near to 
it as — by re average rates for the first-class 
and all carried at higher rates, second-class and all higher, 


uires the average rate on four 
other classes. As there are 





('6e2 eBed eas tondtsosep 0,7) 
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but lower than first-class, ete. This gives the following 
rates per ton per mile: 





1, AR 3. 4. Other. All 
- 1.54 0.84 0.87 0.68 0.44 0.55 
Phivadatonweceen 2.23 1.45 1.34 0.90 0.66 0.82 
The general average rate on all freight traffic was 0.78 
cent. per ton per mile. 
The Average passenger rates per mile were: 
cm 








“Gone sien . All 
1. 2. Emi nt. 
oo , So Se ore ae 0.92 1.43 
Wace Wes ailbaee tenant waedsehes 2.00 1.59 1.17 1.88 

The average on all passengers was 1.86 cents per mile. 

EARNINGS. 
The gross earnings for two vears have been: 
1880-81. 1879-80. Inc. or Dec.  P.c. 

Passengers.. $6,958,038.32 ,611,159.51 I. $346,878.81 5.2 
Freight. .... 20,736,749.54 22,199,965.94 D.1,463,216.40 6.6 
Rents....... 1,288,433.38 1,356,676.70 D. 68,243.32 5.0 
Mail service. 10,891.64 511,447.82 I. 99,443.82 2.0 
Telegraph. . 7,016.57 6,633.30 I. 383.27 5.8 
Interest .... 263,696.18 345,042.78 D. 91,346.60 25.7 
Use of road. 266,639.99 237,748.31 1. 28,891.68 12.1 
Miscellan’s . 657,979.76 165. I. 189,814.02 40.5 
Car service. 1,009,836, 989,739.32 I. 20,096.76 2.0 
Old materi- 

ee} 549,115.32 439,333.81 I. 109,781.51 25.0 

Total. ....$32,348,396.78 $33,175,913.23 D. $827,516.45 2.5 


There is an increase in most of the items of earnings, bu 
these are so far over balanced by the Me Bs decrease in 


freight earnings as to result in a decrease of per cent. in 
total earnings. 
WORKING EXPENSES. 

For maintaining road : 1880-81. Inc. or Dee. P.c. 
Repairs of road-bed. .... $1,562,432.34 I. $58,056.51 3.2 
Cost of rails used in re- 

Se ee Be 566,767.44 I. 150,419.86 36.1 
Repairs of buildings. .... 329,161.55 I. 46,893.72 16.6 
Repairs of fences and 

RF er ‘< 31,113.76 D 23,106.79 42.6 
Taxes on real estate...... 945,210.09 I. 67,935.78 7.7 


For maintenance of machinery: 
Maintenance of engines 
1,343,753.64 I. 


_and tenders.... ..... .. 
Maintenance of passenger 

757.079.41 } t 
1,895,729.73 | 


and baggage cars ... 
106,013.08 I. 


374,539.31 38.6 


Maintenance of freight 
RRS ain 
Repairs of tools and ma- 
Pee ee 
Incidental expenses, in- 
cluding fuel, ete., at 


8,649.30 8.2 


171,047.87 I. 18,500.20 12,1 


For operating road: 


General superintendence. 186,892.64 I 18,835.12 11.2 
Agents and clerks........ 1,361,760.29 I 64,593.42 5.0 
Conductors, baggagemen 
and brakemen.... ...... 833,328.71 I 44,799.08 5.7 
Enginemen and firemen .. 1,373,282.00 I 136,663.70 11.1 
Porters, watchmen, flag- 
men and switchmen.... 675,161.27 I 40,558.15 6.0 
Wood and water station 
attendance.... ......... 50,880.79 I 615.03 1.2 
Labor, loading and un- 
loading freight......... 1.478,661.45_ I. 173,951.99 13.4 
Fuel, cost and labor pre- 
Bias 5.saneed Saneece 2,451,991.35 I 147,527.22 6.4 
Oil and waste.... ........ 292,772.91 I 8,471.32 3.0 
Loss and damage on bag- 
gage and on freight.... 60,435.51 D 28,185.54 3.6 
Damages for injuries to 
ee Re een 48,697.51 D 29,062.75 3.8 
Damage to property, in- 
cluding cattle killed on 
* twack........ edie t-25 7,128.52 I 1,337.41 23.1 
Hauling freight cars in 
New York city......... 58,659.96 I 3,790.19 6.2 
Lighterage and cartage.. 768,990.49 I 8,870.24 1.2 
TE civenicsece venus VOnaes 167,274.39 I 19,844.88 11.8 
Freight car service ..... 1,674,504.46 I 16,295.79 1.0 
Office expenses, station- 
GR I ingh.icn ed, 4adnca 68,464.05 I 5,698.33 9.1 
Contingencies. .......... 202,591.33 I 106,291.11 13.0 





Total working expenses .$19,464,786.54 I. $1,614,892.16 9.0 
It appears from the above that there was an increase in 
24 out of the above 27 items of expenses, but that none of 
the increases were very large except those for rails for 


260,110.60 10.9 | 





maintenance and maintenance of locomotives and cars, the 
whole amounting to 9 per cent. 


Classifying these expenses under the three general heads, 


we have : 
1880-81. 1879-80. Increase. P.c. | 
Maintenance of 
| Seeeahtase $3,434,685.18 $3,134,486.10 $300,199.08 9.6 | 
Maintenance of 
equipment .... 4,273,623.73 —3,611,825.32 661,798.41 18.3 


Operating road.. 11,756.477.63 11,103,582.96 652,894.67, 5.9 


NS oki vwsene $19,464,786.54 $17,849,894.38 $1,614,892.16 9.0 
Allotted to 
freight ........ 14,913,213.93 13,670,884.15 1,242,329.78 9.1 


Allotted to pas- 

sengers. ...... 4,551,572.61 4.179,010.23 372,562.38 8.9 

There were 9,014 tons of steel rails used for maintenance 
during the year, equal to 88.23 miles of track, which is 3.36 
per cant. of the whole length of the tracks, at which rate the 
road would be renewed once in 294 years. 

The net earnings and their disposition were: 

1880-81, 1879-80. Inc. or Dec. P. c. 

Net earn- 


ae $12,883,610.24 $15,326,018.85 D. $2,442,408.61 16.0 


Interest... $2,849,591.06  $2,822,879.22 I. 8,711.84 


$26,711.84 0.9 
Rentals...  1.926.513.66 — 1.922°279.28 I. 3.2438 0.2) 

















State tax 

on stock. cies 1. 74,370.17 ..... 
State tax 

on earn. . 140,308.24 11,640.84 I. 128,667.40 ..... | 
Dividends 7,138,543.51 7,141,512.95 D. 3,169.44 ..... 

Surplus... $754,483.60 $3,427,706.56 D. $2,673,222.96 78.0 


The profits over interest, rentals and all other charges | 
were = per share of stock in 1880-81, against $11.82 in 
1879 


The rentals of leased roads in detail were: 
For Mow York & Harsemh........0<. 0002000 scvsscecsececs $1,543,494.41 
** Spuyten Duyvil & Port Morris.... ... ....+....¢ 13 79,944.17 
‘* Niagara Bridge & Canandaigua.... .......... 60,625.00 
A Se BD, antes Siebvscsccncoccaces suse 19,450.08 

** Dunkirk, Allegheny Valley & Pittsburgh........ 223,000.00 | 
SOE ans cca bk an kas ine cbee'v co ohde abe oh a $1.926,513.66 





These differ but a trifle from the rentals the previous 


| 


ear. | 
s The following data have been given only for two years: | 


1880-81. 1879-80. Increase. P.c. 
Av. No. men | 
employed...... 14,703 13,164 1,539 11.7 
Amount paid the 
same........... $7,746,426.29 $6,850,670.44 $895,755.85 13.1 
Average eee 
iis capsovoes 526.84 520.41 6.43 1.2 


The small increase in the average wages is doubtless due 
to the fact that the salaries of the officers and higher paid 
emp'oyés have not been increased, nor their number, the ad- 


ditional 1,539 men being chiefly trainmen, roadmen, shop- 
men, etc. © 
Some deductions from the report are as follows : 


Z 1881. 1880. 1879. 1878. 1877. 1876. 
Per cent. of exps 60.17 53.80 56.77 55.81 56.23 57.50 





nese $1.35 $1.30 23 «$1.23 «$1.43 $1.42 
meee 0.82 3 72 0.78 0.70 0.88 
Profit.......... 0.47 0.48 0.51 0.45 0.73 0.54 
Freight train-mile: 
Earnings...... 1.70 1.92 1.52 1.71 1.68 1. 
bbioce 1.23 1.18 1.05 1.11 1.15 1.28 
Profit ......... 0.47 0.74 0.47 0.60 0.53 0.61 
ye : Not: 8 65.0 60.1 61.4 69.0 74.5 
rs, No. 72. 3. ° 4 . 74. 
Freight, tons...217.7 218.3 194.7 184.1 165.7 180.4 
Per passenger mile: 

a eas... 1.86 1.99 2.05 2.01 2.07 1.91 
Expense, **.. 1.22 1.26 1.19 1.28 1.14 1.09 
Profit “ ..., 0.64 0.73 0.86 0.73 0.93 0.82 

Per ton per mile: > 
Receipts, cts. . 78 0.88 0.796 0.914 1.01 1 05 
Expense, “ .. 0.56 0.54 0.541 0.5 0.7 0 71 


Profit, m3 0.255 0.324 0.31 0.34 

The proportion of expenses to wo is larger than for 
many years before, owing to a simultaneous decrease in 
rates and increase in cost of working. The earnings per 
cogs train-mile, in spite of an average rate 7 per cent. 
ess, were slightly gfeater than last year and were larger 
than in any previous year since 1877, owing toa large in- 
crease in the average train-load. The expense per train- 
mile increased a trifle more than the receipts, leaving the 
= nearly the same. Per freight train-mile there was a 
arge decrease (22 cents—11.5 per ceut.) in the receipt, 
which, however, was larger than in 1879 or 1877, and an 
increase of 4 per cent. in the expense, which was the largest 
since 1876. e result was a decrease of 27 cents, from 74 
to 47, in the profit per freight train-mile, equal to 361¢ per 
cent. The profits were as smallin 1879, but in no other 
year. 

The average passenger train-load was the largest since 
1876; the average freight train-load was nearly the same 
as the year before, and with that exception the largest in 
the history of the road. 

The average rate per mile received for passengers was the 
smallest in the history of the road. The expense was smaller 
than last yearand in 1878, but larger than in the other 
three years. The average profit per passenger was smaller 
than ever before, and 14 per cent. less than 1p 1880. 

The average receipt per ton per mile was smaller than in 
ony previous year and 11.4 per cent. less than the year 
before; the average expense was a little more than in 1880 


° 
ie 


and 1879, but less than enter years. The profit was |& 


35 per cent. less thatin 1 and less than in any previous 
year. The decrease in the profit per ton per mile reduced 
the net earnings abuut $3,000,000. On passengers and mis- 
cellaneous business there was an increase in profits. 

The following b&lance sheet is submitted with the report: 


Assets. 
Railroad and equipment : 
Cash expended by former companies, and by 
this company to date.................... 02 eee $110,090,216.90 


Certficates issued at time of consolidation in 
1869, and afterward converted into stock, rep- 
resenting additional cost of road and equip- 
ment to the new company. 31,157,904.00 


$141,248,120.90 





Ownership in other lines : 
Hudson River bridges............. $1.739,372.16 
Dunkirk, Allegheny Valley & Pitts- 














Lake Shore & Michigan Southern. 


The following figures are from a statement presented at a 
meeting of the board, held Dec. 28, for the year 1881, De- 
cember earnings - geen the comparisons are with 
actual earnings for 1880. 

The earnings for the year were as follows: 











1881. 1880. Inc. or Dee. P.c. 
Gross earnings...... $17,970,000 $18,749,461 D. $779,461 4.2 
Expenses ........... 11,286,000 10,418,105 I 867,895 8.3 
Net earnings. .... 684,000 $8,331,356 D $1,847,356 19.8 
Gross earn. per mile 15,255 15,916 D. 66L 4.2 
Ne = = 5.674 7,072 D. 1,398 19.8 
Per cent. of expen.. 62.80 56.56 1. i ae 

The income statement for the year is as follows: 
SN cs nichspeh sabe ealéobeeseotnsSsaekh 400-3088 $6,684,000 
Interest, rentals and dividends on guaranteed stock... 2,710,000 
Surplus applicable to dividends............ ..... $3,974,000 
Dividends. 8 per Cent..............scccceccscceccccceress 3,957,320 
PINS ALG WuSsesoeatew ” akdes Secdf eh P een esbacses $16,680 

The su 


us applicable to dividends was —< to 8.08 per 
cent. on the stock; in 1880 it was equal to 11.28 per cent. 
The — says: aunt —_ » 

** The passenger, mail and express ness shows a gain 
of about half a million dollars. While the freight tonnage 
increased about 8 per cent., the reduction in rates caused a 
falling otf of over a million and a quarter of dollars in earn- 
ings therefrom. Had the freight rates of last year been ob- 
tained for this, there would have b2en a gain of about half a 
million of dollars in gross earnings, instead of the loss of 
over three-quarters of a million now shown—and the net 
result would have been increased by the sum of these two 
amounts. Upon the same basis, expenses would have been 
somewhat under 59 per cent. of earnings. This would be 
about ro cent. more than last year—and is due to an ad- 
vance the price of labor, and of most material; such ad- 
vance being common to all the railroads. The road and 
equipment has been fully maintained at its best standard. 
Expenses include the cost of 11,000 tons of steel rails.” 





Michigan Central. 


The following statement was presented at a meeting of 
the board held Dec. 23. The statement is for the year 
1881, December earnings partly estimated, comparisons 
being made with actual earnings for 1880. 

The average mileage worked was 804 miles in 1880, and 
913 miles in 1881. 

The earnings for the D ee were as follows: 

1881. 880 


1 4 Inc. or Dee. P.c 
Gross earnings...... $8,936,000 $9,085,749 D. $149,749 1.6 
‘ 








Expenses ........... 6,752,000 5,738,751 IL. 1,013,249 17.6 
Net earnings......$2.184,000 $3,346,998 D. $1,162,998 34.7 
ross earn. r 
SS 2k enedamens 9,788 11,301 D. 1,513 13.4 

Net earn. per mile .. 2.392 4,163 D. 771 42.2 

Per cent. of exps ... 75.56 63.16 1 12.40 .... 
Interest on investments is included in gross earnings. 

The income statement is as follows: 

tas Sac 5 00e seers cues isapetesessncsbesscoanall $2,184,000 

Interest and rentals....................e00005 $1,693,000 

Dividends, 24% per cent........ ...........6- 468,455 

-- 2,161,455 
DOD, v cndnnvssvenes $22,545 


The surplus of net earnings over interest was $491,000, 
equivalent to 2.62 per cent. on the stock. In 1880 the surplus 
was equal to 9.39 per cent., and 8 per cent. dividends were 
paid. The statement says: 

“There was a gain of about $250,000 in passenger busi- 
ness, but in freight, although the tonnage was 41¢ per cent. 

reater than last year, the earnings therefrom were about 











ore, LO Fe ee 2,920,621.09 550,000 less, owing to reduced rates, affecting both gross 
Geneva & Lyons................... 331,889.9:5 4.991.883.18 | CaTDings and net to that extent. This loss was reduced to 
a eens“ | $150,000, as shown above, by the earnings of the Detroit 
a... ... 1,173.500.36 | & Bay City line (145 miles), which has been operated by 
Advances on Harlem construction this company since April 1 last. The net earnings of that line 
Sh Re pa ae 277,513.49 have more than met the interest on the bonds issued on its 
Company’s own stock held.... .,. 184,200.00 account. Operating expenses include the cost of 10,250 tons 
Stock in Troy Union R. R........ 15,000.00 of steel rails (an increase of 5,550 tons over last year), eight 
oun we -ssegang Dispatch & ono.nve.00 new locomotives and four new iron bridges. The increase 
eck ie United Pipe Lines...” *D0'749. 80 in percentage of a is mainly owing to the reduced 
« & Pitts. & Lake Erie R. R. 100/000 00 rates on freight, and partly to increased cost of labor and 
“  “ N.Y. Central & Niagara the principal items of supplies.” 
Pe. oy Le = a sesan 6 Pe Pe, he a 28,100.00 Cc 4 ere 
tock an nds Syr., Geneva & ° 
gg See eae 376,010.00 . anada_ Southern 
1,734,148.29| Ata meeting of the board, held Dec. 23, the following 
wu nh oe lies on hand a. = statement was presented for the year 1881, December earu- 

Station balances............., 864,776.52 ings estimated. Comparisons are with the actual earnings 

Connecting railroad balances 316,075.24 for 1880. 

United States. a 558,634.05 | The earnings for the year were as follows : 

Equipment on Harlem line... oa 404 ,394,22 1881. 1880. Inc. or Dec. P.c. 

Sundry open accounts................0eeececee eens 33,191.15 | Gross earnings. ...... ..$3.372,305 $3,705,679 D. $333,374 9.0 

——-——— 2,675,853 2,406, » 269,512 11.2 

Nk ic iene ick apeeaeians g1na2i0,en0tn |: ---- SS Se LS 11.3 

Liabilities. Net earnings.......... 696,452 $1,299,338 D. $602,886 46.4 

Gross earn. per mile.... 8,431 9,264 D. 833 9.0 

Soot o..:.-- nett eeeeeee ces eceeeee rete seeeees one een senee Net “ ; se 3,248 D. 1,507 46.4 

SUR oi: c csp noncgencccisss:---. Ee eee on” ons hee 
- ——j| The income account for the year was as follows: 

$138,458,016.14 | Net earnings, as above.. ......... 6.0.6 cee eee e eee eee. .- $696,452 

Balance previous year.............. $13,216,847.98 Interest, ete............ SS EA ae UR SPP Ee eee 10,674 

Surplus this year.................... 754,483.€ —— 

Premium on bonds sold... ....... .. 778,151.00 iss adadidin + sie) 90 conn epenerninntadikessebeaced $707,126 

Profit from sale of investment securi- PN Gav etadasenttcgubacesceshainaciabonseeen 678.625 
SRO ieee anlns sivncies! duvvbdechessen 33,000.00 —— 

—— Aa ipkndcisscsouesadakshetaaatsacmetds reeeese $28,501 
$14,782,482.58 ‘ ROE a : 

Less internal revenue tax on undi- The interest on the bonds in 1881 is 5 per cent.; in 1880 
vided profits for year to Sept. 30, only 3 per cent. was required, under the agreement. The 
TEGD... cece ee eee eeeseeees cece 29,817.89 surplus over interest was only 0.19 per cent. on the stock, 

a a 14.752.664.69 | #24,n° dividends were paid. he statement says: 
es | The increase of 11.2 per cent. in operating expenses was 
arch essities aniesmaptnecsenaseacseoed $153.210,680.83 | caused by a somewhat unusual expenditure for renewals 


The changes in assets from the balance of previous year 
are: 


Increase : 
Cost of road and equipment.......... ° $5,083 163.21 
Ownership of other lines........... 63,829.90 
Advances on Harlem construction 208.444.00 






Open accounts 






BE Reh eo nte 16,449.98 
Fuel and supplies on hand............ 301,792 

(ella hey Sa celal apedaoen 5,673,679 .65 

Decrease : 

Stocks and bonds owned .. ..............005 ceees $146,285.32 
Cash on hand...... 1,498,504.50 
Station balances 121,261.41 
Connecting railroad balances... .................. 7,838.71 
WIITELS eds: b 405 nose 05 bédeatce Lave 130,415.07 

ON fe ae AE TEA <P Rela aie G $1,913,305.01 


The changes in stocks and bonds owned are the total dis- 
appearance of the $12,684.77 of Buffalo Crosstown 
held the poor thy nem and of the $127,500 of Jamestown 
Franklin r with a decrease of $12,100.55 in 
the holding of United Pipe Lines stock, and of $4,000 in 
Syracuse, Geneva & Corning stock and bonds. 





' in earnings 


and maintenance of the road and equipment, an increase in 
the freight movement of 10 per cent. over that for the year 
1880, and the greater cost of materials and labor referred 
to in the statement of June 30. last. In addition to other 
items of maintenance and repairs, the following have been 
charged to operating expenses during the year: 169,681 
ties (equal to 64.27 miles): 1,460 tons steel rails (equal to 
15.53 miles); 61 new cars built and 184 cars rebuilt; the 


--08 | ties and rails costing $112,750 and the cars, $57,343. 


‘The loss in revenues arises chiefly from the decrease in 
rates obtained on th bh freight business, in which the 
ave’ reduction was 20.2 per cent. If the average rate 
of 1 had been obtained on the tonnage of 1881, more 
than $500,000 would have been added to the net revenue 
for this year. The passenger traffic shows an increase of 30 
per cent. in the number of persons carried, but the low rates 
received from through passen caused a falling off of 4 
on. in the gross earnings, as compared with 1880. 

the rates of that year been maintained through 1881, 
they would have added more than $100,000 to the revenue 
from this source. It will be observed that the increase in 
the rate of interest on bonds from 3 cent. to 5 per cent. 
has been fully met, re amined exceptional decrease 

wn a ms 
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still on the ascending plane and bound to reach a still 
higher degree of prosperity, or whether we had al- 
ready reached the summit and would henceforth keep 
more nearly on a level until the inevitable decline 
should come in some future year; also, whether the 
| course of prosperity, level or upward, was liable to be 
| interrupted by events likely enough to happen. 


Published livery Fridev. | Those who exaggerated the prospects of the coming 
CONDUCTED BY : 


; year then did so largely because they had but recently 
8. WRIGHT DUNNING AND M. N. FORNEY. become aware that prosperity had begun. They be- 


as : gan to believe in it in 1879, and had overwhelming evi- 
EDITORIAL ANNOUNCEMENTS. | dences of it forced upon them in 1880, and they reck- 
Passes.—All persons puinnaniel att this paper are forbid- oned the starting point of the upward movement from 
den to ask for passes under any circumstances, and we 1879, when it really began with the harvest 
— — to have any act of the kind reported to| of 1877. which. with high prices and a_ great 
y |foreign demand, gave large profits to farm- 
ers and a= great and _ profitable traffic to 























Addresses.— Business letters should be addressed and drafts 
made payable to THE RaILRoaD GazettE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE. 





| pression was not reflected by any very large increase 


|in the demand for manufactures or by full confi- 
Contributions.—Subscribers and others will materially | jo. in the future. Now. i on Ne one 
assist us in making our news accurate and complete if they | tence in the future. Now, it did not seem possible 
ie Syn eo hyena apa oane dace that an upward movement beginning but two years 
under their observation, such as changes in railr offi- | Wafore c a _ ; calculations were 
cers, organisations and changes of companies, the letting, pogo ae 90 ( pape ay sr — 
progress w@ completion of contracts for new works or | made for the future on the firm belief that there woulc 
important improvements of old ones, experiments in the | jy. - ast ¢ +r vear of rapidly increasing prosper- 
coustrasion af inl enadhinern cant ah ther a be at least another year of rapidly increasing prospet 
ayement, particulars as to the business of railroads, and | ity before reaching the summit. after which. though 
suggestions as to its improvement. Discussions of subjects | production might be great and growing. profits would 
ining to ALL DEPARTMENTS of railroad business by 1 : : i etnttw Yo 
men practically acquainted with them are especially de-| © only normal, and not extraordinarily large. 
uae a ae sine aaty — In fact, the prosperity at the beginning of 1881 was 
oF norices OF meetings, erections, appomniments, and es-| founded on the exceptionally large crops of the four 
— ly annual reports, some notice of all of which will : _—s - 8 ps e 

published | successive summers from 1877 to 1880 inclusive—such 
Pee Ss | a series of prosperous years as the country very seldom 
wee entrain no proposition to publish. lies to has. aden ed progress ps made by the peat 
this journal for pay, EXCEPT IN THE ADVERTISING CoL-| agricultural industries in these years, as may be 

uMNS We give in our editorial columns OUR OWN Opin-| jy doed hy ee ‘ » exports of corn : hes 
ions, and those only, and in our s eakumne present only judged by the fact that the exports of corn and whe at 
such matter as we consider interesting and important to | of the crop of 1876 were 126,862,000, and of the crop of 
our readers, Those who wish to recommend their inven-| 1879 about 280.000.000 bushels, while the production of 
tions, machinery, supplies, financial schemes, etc., to our ; 9 Sate aa 8 q fr 
readers can do so fully in our advertising columns, but it | Wheat increased 211,000 bushels, or 73 per cent. from 
is useless to ask usto recommend them editorially, either | 1876 to 1880. and of corn 420,000,000 bushels, 
for money or in consideration of advertising patronage. 








or 38 per cent. In the same time the num- 
ber of hogs packed increased — 6,036.000. or 
574 per cent.: the exports of butter and 
The past year in railroad affairs cannot be so sim-| Cheese increased 64,470,000 Ibs., or 68 per cent., and 
ply defined as many of its predecessors. We cannot | there was a large increase in the number of cattle 
say of it, without many qualifications, that it was either marketed, of which we can =o better record than 
a good year or a bad year, or in which direction prog- that the receipts of the four leading seaboard cities in- 
ress was made. Since the great railroad building era, creased 321; per cent., which palin: f imperfect — 
which culminated in 1873, the general current of | tetion, as a very large proportion of the production is 
industrial affairs has been pretty clearly marked, | "°W consumed at Western cities, which grow faster 
though, of course, more distinctly visible after the | than Eastern ones. In cotton the increase was from 
years have passed than while they were passing. We 2,100,000,000 lbs. in 1876 to 3.200,000,000 in 1880—521, 
can now see the direction of the path clearly. A | Per cent. 
sudden fall in 1873 from apparently great prosperity | Now agriculture being the basis of all our other in- 
in 1872 and before for some years was followed by an| dustries almost. except mining for precious metals, it 
almost uninterrupted decline until after the harvest | is easy to see how we rose from the deep depression of 
of 1877. After that time there was a decided im-| 1876-77 to the full prosperity of 1880. These are enor- 
provement, which became rapid and evident to all| mous increases,.and if continued for a decade or two 
in 1879, and became general and great prosperity in| they would overstock the world, As we have often 


THE YEAR 1881. 


nearly all industries in 1880, which for many was| said, the continuance of the good crops of these years | the accidents of the year. 


the railroads, but coming after the years of lowest de- | 


: 
| crease until after 1874. The farms draw labor from 
other industries when business is bad, but the other 
| industries absorb the labor when business is good. 
| They must be doing it now, because they have enor- 
mously increased in activity within two years, past, 
} and though immigration has increased, it has not in- 
| creased enough to make up for the larger demand for 
(labor in manufactures, building and railroad con- 
| struction. There certainly is anextension of agricul- 
| ture over new prairie lands, in the West, but it is not 
so rapid as it would have been but for the activity in 
| other industries, and, we think we are safe in saying. 
| is not so great as in previous years: at least the reports 
l of acres cultivated in 1880 and 1881 indicate this. 

| The failure of the crops did not affect railroad traftic 
| to any extent until August. But in the first half of 
l the year earnings were lessened and expenses greatly 
increased by the extraordinarily severe and long winter. 
Some new lines in the Northwest were buried for 
weeks, and in one or two cases trains did not run from 
February till nearly May. Few lines, however, were: 
absolutely closed more than a few days at a time; but 
the capacity of many was greatly reduced through- 
out the winter: only light trains could be hauled, and 
tens of thousands of cars were held for weeks: 
on sidings before they could be forwarded 
to destination. There was a_ large _ traffic 
offered, however, throughout the first half of the 
year, and in spite of the bad weather there was proba- 
bly more carried then than ever before. We have 
records of the rail shipments from Chicago, which 
show that in the first half of this year they amounted 
to 1,369,536 tons, against 1,184,579 tons in 1880 and 
1.488.132 in 1879—the rates being very much lower in 
1879 than in the other two years. Yet the traffic of 
the roads from Chicago was more interrupted last 
winter than that of the lines further south, and the 
roads by which Chicago receives freight were proba- 
bly obstructed more than any others. 

In the latter half of the year—more strictly in the 
last five months of it—the amount. of traftic offered 
was reduced by the smaller crops. It will be a great 
mistake. however, to assume that general traffic 
varies with the crops. or that the latter are as impor- 
tant in their immediate effect as they were a few years 
ago. Although our prosperity does begin with the 
crops, it does not end there, by any means. The 
four successive good years had their natural effect. 
They had made the farmers prosperous and prepared 
to meet a bad season without any considerable change 
in their way of living and their expenditures. Manu- 
| facturing industries had everywhere been revived, and 
; especially there was extraordinary activity in begin- 
ning new enterprises in mining, manufacturing, 





| building and railroad construction—all requiring im- 
: 


mense amounts of labor and materials, not expected to 
yield any income at first. and prosecuted to completion 
if capital can be had, whatever may be the crops or 
All these have given 


probably the most prosperous year they had ever} would be almost a miracle. Much was to be expected | throughout the year 1881, and are giving now, a great 


known. By the end of 1880 confidence was general | from the increase in area cultivated, but we could not 
in a long continuance of prosperity, and many be-| safely count on a continuance of exceptionally large 
lieved that the gains of that year were to be followed | yields per acre. 

by similar gains over its returns in following years.| The past year we have at last a season as much 
Prices were established in accordance with this expec- | more unfavorable than the average as the four pre- 
tation. The stock that earned a profit of $6 in 1879| vious seasons have been more favorable. All the 
and of $8 in 1880 was expected to earn $10 in 1881, and | leading crops are much smaller than last year. The 
very likely $12 in 1882. In many industries probably | reports of the Department of Agriculture indicate a 
this expectation was justified. Manufactories which | decrease of 100,000,000 bushels, or 20 per cent., in 
had earned little or no profits during some years of | wheat: of 430,000,000, or 25 per cent., in corn, and of 
the business depression were provided with orders|about 25 per cent. in cotton, bringing us back to 
making their great profitableness almost sure | about the production of 1876 in corn, below that of 
for at least one year to come. But the| 1877 in wheat, and to that of 1878 in cotton. 

great industries of this country are agricul-| More unfavorable than the bad yield, which was no 
tural, and on these (since we do not export | fault of the country, is the fact that, according to the 
manufactures to any extent) nearly all the rest finally | Agricultural Department, there was substantially no 
depend, and most of the railroads depend upon agri-| increase in 1881 in the acreage of either wheat or corn, 
cultural production immediately to a very great extent. | which are our chief crops, though there was a large 
We mean by this that a great decrease in agricultural | increase in acreage of cotton—the other great crop. 
production largely reduces railroad traffic the vear the | This is unfavorable because it indicates a cessation or 
crop is harvested; while many manufacturing indus-| retardation of the growth of agricultural industry, 
tries would not feel the effect of the smaller crops for| which has brought us all our prosperity. The 
a long time afterwards, though finally dependent upon | circumstances were unusually unfavorable to extend- 
the prosperity of the agricultural industry; and, of | ing farm operations last spring. however, and we 


course, there are railroads—especially in New England | should not draw conclusions too confidently from the | 


nd Pennsylvania, and in the Rocky Mountain mining | failure to increase the area planted then. Winter 
districts—which get but a small part of their support | lasted nearly till summer, and there was much less 


directly from agriculture, and these prosper with the | time than usual to plow and sow and plant, and this. 


industries that support them, and are directly affected | may have had a great effect. But we should also 
but little by large or small crops; though a series of | remember that usually in this country agriculture 
short crops will destroy the demand for the products 
of the industries that support them, and so finally | great general prosperity. Then all other industries 
cause them great losses, fiourish and make great demands on labor, which they 

The question in considering the situation a year ago | largely divert from farm work. Our wheat produc- 
wag not whether or no there was national prosperity. | tion, for instance, did not grow at all from 1868 to 
Of that there could be no doubt, and it was great and | 1872, when the country seemed exceptionally prosper- 
almost universal. It was. rather, whether we wer-|ous; and the corn production hardly began to in- 





nfarket for most kinds of supplies. which seems to 
have been scarcely at all lessened by the smaller crops 
' of the year. Those engaged in trade and manufac- 
tures have been very fully and generally profitably 
employed, and have contributed a traflic 
in merchandise and the like much greater than ever 
before, doubtless. Thus we find that the shipments of 
freight from New York to the West over the trunk 
lines was very much larger in September and October 
this year than ever before; and the lumber ship- 
ments from Chicago, which showed a_ consider- 
able gain in the first half of the year, show a 
larger one since, and the coal and coke movement 
has been large without precedent throughout the 
year. Another considerable.aid to prosperity, though 
not cohtributing so largely to railroad traffic as it 
once did, is the great increase in production and ex- 
ports of petroleum, and the increase in exports has 
been wholly in the last eight months of the year, in 
which it has been from 212,000,000 to 3856,- 
000,000 gallons, or 70 per cent. Then the general pros- 
perity has made passenger traffic larger than ever be- 
fore, though but three years before it was the lightest 
for many years. 

All this has been working in the latter part of the 
| year against the lighter traffic in agricultural produce. 
| which is indicated by the following figures: 
| The receipts of grain at Atlantic ports were, in 
_ bushels : 





Decrease. P. c. 


i881. 1880. 
| Aug. J to Dee 17. .. 111,986,651 163,200,254 51,214,603 31.4 


does not make its most rapid growth in the years of | 


The exports of flour, wheat and corn from the same 
ports were : 


| 


1881. 1880. Decrease. P.c. 
| Sept. 1 to Dec.17 .. 42,666,633 83,155,031 40,488,398 48.7 


The number of hogs packed in the West was: 


1881. 1880. rease. P.c. 
March 1 to Oct.31... 4,772,954 5,418,408 645,474 12.0 
Nov. 1 to Dee. 17..... 3,096,982 4,006,739 909.757 22.7 
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The receipts of cotton, in bales, have been : 

1881. - 1880. Decrease. P.c. 
Sept. 1 to Dec. 23.... 2,941,458 3.257, 664 316,206 9.7 

By far the larger part of our exports consist of grain, 
flour, cotton and provisions; all these are now much 
less than last year. Our exports, however, in the best 
of times are but a small portion of our total pro- 
duction. 

But however great the traffic, for many roads a very 
large part of it was spoiled by the trunk line war. It 
seemed probable at the beginning of the year that we 
should not soon have another of these destructive con- 
tests. The value of the co-operation of the railroads 
had been conclusively proved by experience with the 
trunk line combination on  west-bound _ traftic 
for three and a half years, and by the com- 
bination on east-bound freight for the year 1880. 
Great difficulty had been experienced in bringing 
about the latter, and the organization never was per- 
fected as was originally designed ; but the advantages 
of it had been so very great in 1880 that it seemed very 
improbable that it would be given up. During the first 
five months of the year rates were maintained for 
the most part. but with some notable excep- 
tions, affecting probably but a small portion of the 
traffic, but giving occasion for the open rupture which 
has resulted in a war of rates for 28 of the 52 weeks of 
the year, which is one of the great events in the rail- 
road history of the year. The original charge was 
that the Erie or its Western connections. by special 
rates in February and March, diverted a large amount 
of grain from the New York Central, which charge 
the course of traftic by the different routes indicates to 
have been true. Complaint being made, the New 
York Central refused to accept any of the plans of 
settlement offered, and the other roads to accept 
its proposition for a division of east-bound traftic among 
the trunk lines for five years on the basis of the actual 
division of traffic in 1880, Rates were more or less 
irregular at times until June 17, when an open rate of 
15 cents on grain and flour and 2% cents on provisions 
from Chicago to New York was made by the 
Vanderbilt roads and followed by the others, 
since which time the rates have been irregular 
all the time, much of the time lewer than 
the above, large amounts of flour having been carried 
on the basis of 10 cents per 100 Ibs.: 124 cents 
being the ordinary rate for grain and flour for prob- 
ably three months, while recently an attempt has 
been made to charge 20 cents per 100 Ibs. for grain, 
which seems to have applied to but part of the ship- 
ments, while on provisions the rate has gone down 
below the grain rate. 

It was not necessary to reduce the rates from all 
Western competing points in the same proportion as 
from Chicago: from places at some distance south of 
the lakes rates could be and were better maintained, 
so that with grain rates 124 and 15 cents per 100 Ibs, 
from Chicago to New York, against 30 cents last year, 
the earnings per ton were not reduced one-half or more, 
but, as statistics indicate, on all east-bound through 
grain from Chicago about 40 per cent., accompanied by 
an increase of about 40 per cent. in the traffic, a very 
large part of which was diverted from the lakes and 
the Erie canal, the latter carrying but 38,000,000 
bushels this year against 72,000,000 in 1880. The whole 
through traffic eastward, however, was not much 
larger under the low rates of this year as in the corres- 
ponding months of last year. 

The break in east-bound rates was followed in July 
by irregularities in west-bound rates, and Aug. 6 by 
an ofticial reduction (occasioned by such irregularities) 
amounting on the average to as much as 45 per cent. 
In July also there was trouble, or more trouble than 
usual (for therealways is some). with regard to through 
passenger rates by the trunk lines. Rates were reduced 
from $20 for tickets from New York to Chicago to 
$15 and $10, in July; and to $7 in August. In the 
other directions rates were irregular, but 
usually not less than $15 from Chicago 
to New York, until in August the Grand 
Trunk made a rate of $5 from Chicago to Boston, 
answering one of $5 which it made from Boston to 
Chicago. These rates were not met until about the 
ist of September, when the rate from Chicago to New 
York was made $5. There was a great deal of 
traveling at these rates, and very large trains, but of 
course no profits. These rates continued until near 
the end of October, when an advance to $14 in both 
directions was made by the Pennsylvania, and to $9.25 
by the New York Central and the Erie, which are the 
rates still, though probably they are not always main- 
tained. ‘ 

Some time after the war broke out it was an- 
nounced that the Vanderbilt roads would require the 
abolition or reduction of the existing differences 
between New York rates and Philadelphia and Balti- 








in November and December by representatives of the 
trunk lines, but nothing was effected; and it is said 
that a proposal to reduce the existing differences one 
half was considered inadmissible by the Pennsylvania 
Railroad. About the same time an agreement by 
representatives of all the trunk lines to advance west- 
bound rates Jan. 1 was vetoed by Mr. Vanderbilt on 
the ground that nothing should be done until a 
general settlement is reached. The result is that the 
year ends with extremely low and unprofitable rates 
on all through travel and traffic in both directions 
between the East and the West. 

This great conflict seems to have swallowed all the 
smaller ones which usually occur. Elsewhere, east, 
west, north and south. rates seem to have been gener- 
ally maintained. 

The work of railroad construction went on with un- 
paralleled rapidity throughout the year. We already 
have news of the completion of 7,870 miles of new 
railroad during the year. and the complete re- 
turns will probably show something like 9.500 
on which track was laid during the year. against 
7,200 in 1880 and 7,340 in 1872. the year of largest con. 
struction heretofore. The addition is something like 
10 per cent. to the mileage at the beginning of the 
year, while population has increased probably about 
3 per cent. A vast amount of work is in progress, 
including a number of very long lines. Early in the 
year the new route to the Pacific by way of the Atchi- 
son, Topeka & Santa Fe and the Southern Pacific was 
opened; it has obtained. but a very sinall share of the 
through traftic. Near the close of the year the Texas 
& Pacific was completed to a junction with the Union 
Pacific, but this is not yet open for through business. 
The first through train over it from San Francisco to 
New Orleans was to start to-day, Dec. 30, 

In the first half of the year it was comparatively 
easy to obtain money for new railroad enterprises. 
Since June. however, investors have been much more 
cautious, and a few of the lines under way are said to 
have difticulty in securing the money necessary to4 
complete them, while doubtless many lines remain 
projects which but for this would be under construc- 
tion soon. The enormous new construction has of 
course created a great demand for. rails and 
other supplies. All rail mills, car and _ loco- 
motive works are full of work. but there has 
been little or no advance in the prices 
of rails, and the fluctuations in them have been quite 
small. Other expenses of construction. however, and 
of operation, are high, and have advanced during the 
year. Nearly every report that appears shows a large 
increase in working expenses, and the average expense 
per ton per mile, which decreased constantly and 
rapidly for many years, is now generally increasing. 

The results for 1882 depend largely on the action of 
the railroads. A settlement of the railroad war 
would make a material difference in the pros- 
pect. We are sure of a lighter traffic in agricul- 
tural products until after the next harvest. but 
all manufacturing industries being active, there will 
still be a heavy traffic. A continuance of the present 
trunk-line rates will. however, seriously affect the 
profits and probably the dividends of some of the 
strongest roads, and this would probably cause a lack 
of confidence in the safety of railroad investments 
which might have important effects. Construction 
will certainly be active unless capital fails, and if kept 
on at the present rate it will certainly bring us to 
disaster in afew years. 

Another bad harvest would probably put a check on 
prosperity, and have a much greater effect than the 
last one ; while a good harvest would encourage enter- 
prise. We seem not likely to get capital for our new 
roads from Europe to anything like the same extent 
as before 1873, and thus will have to depend as we did 
not then on our natiomal resources to complete the 
vast works we have undertaken, and which now are 
generally progressing very favorably. 


THE NEW YORK CENTRAL REPORT. 


The report of the New York Central & Hudson River 
Railroad, a summary of which, with comparisons and 
deductions, we give elsewhere. is, it must be remem- 
bered, for the year ending Sept. 30. Appearing as it 
did at the same time with statements of earnings and 
expenses (partly estimated) of the other three Vander- 
bilt roads for the calendar year, comments have been 
made upon it as if it reflected the condition of trunk 
line business for the last quarter. 

Naturally, the year covered by the report was quite 
favorable to trunk line business. Traffic was very 
large, though the whole amount of east-bound freight 
was somewhat less than the year before. Passenger 
waffic was everywhere larger, and so generally was 








| more rates. One or two informal meetings were held 





local and west-bound through freight. and the con- 


dition of the country was such that profitable rates 
could be had. The one great natural drawback was 
the terrible winter, which largely increased expen: es. 
A more formidable unnatural one, doubtless, was the 
railroad war, which for three months and a half re- 
duced the rates on east-bound through freight to per- 
haps three-fifths or one-half of last year’s rates; for 
more than two months made west-beufid through 
rates nearly one-half less; for two months and a half 
or more spoiled the rates on through passengers west. 
and for a month on through passengers east. It is de- 
sirable to bear in mind the length of time that the rail- 
road war was raging during this fiscal year ending with 
September. Its full effect on all branches of traffic 
was felt during but one month, though the most im- 
portant traffic was spoiled for three months or longer. 
Since September we have had three full months of the 
war in all branches of through traffic: and whatever 
may have been the losses from this cause incurred by 
the New York Central and the Erie during the year 
for which they have recently reported, they have since 
probably lost a great deal more than before. 

Briefly. compared with the previous year, the New 
York Central in the year ending with September last 
had 13 per cent. more passenger traffic and 4.8 per 
cent more freight traftic. which it carried with an in- 
crease of 1 per cent. in the mileage of passenger and 
of 5.1 per cent. in that of freight trains. This work 
was done with an increase of 9 per cent. in expenses, 
and by this and through a reduction of 7 per cent. in 
the average passenger rate and 114 per cent. in the 
average freight rate. which reduced the gross earn- 
ings $827,516, the net earnings were reduced from 
$15,326.019 to $12,883,610, or 16 per cent.. and the sur- 
plus over expenses and fixed charges was but &8.82 
per share of stock, against $11.82 the year before. 

The decrease in gross earnings is not considerable. 
There is a handsome increase in passenger earnings, 
and the decrease in freight earnings. though a very 
large amount. is after all but 6.6 per cent. Though 
the profits per share declined very largely, it must be 
remembered that these profits were enormously 
large in 1880, and they are still large in 1881. There 
would be nothing in the least degree notable in these 
results if it were not that they are produced in a year 
in which the whole through traffic was affected by the 
war of rates on an average perhaps not more than two 
and a half months, and that three months of the new 
fiscal year have passed without any signs of the war's 
ending; and for this other fact, that the road's in- 
crease in freight traftic, in spite of the war of rates, 
which greatly stimulated shipments east by rail for 
34 months, shows a smaller increase than before for 
years. The passenger and ton miles for successive 
years have been: 


Passenger miles. Ton miles. 
saan 137,58 5 


1868-69... ... 62... eee ° . WT 606,541,544 
5 es Eee - ++. -846,898, 800 788,690,604 
BEAT Enns. 060. 00600560000, 1 000.0+0 00 905,854,651 
. 342,339,006 
eevee «64,356,586 

Sovsvecs 450,781,541 


1,041,984,687 
1,277,489, 897 
1,391,5€69,707 
1,404,008,020 
1,674,447,055 
1,619,948,685 
2,042,755,13% 
2,295,827 387 
2,525,139,145 
2,646,814 ,098 

The passenger traftic, which no longer ago than 1879 
was the smallest in the recent history of the road, last 
year was the largest. It has increased in the two 
years no less than 28.5 per cent., and 13 per cent. in 
the last year. But the increase in the freight traffic, 
which had been great and rapid since 1877, has been 
smaller in amount and much smaller in percentage 
than in any of the three previous years. From 1877 to 
1878 the increase was 422,800,000 ton-miles and 26 per 
cent.: from 1878 to 1879 it was 253,000,000 ton-miles 
and 11 per cent.; from 1879 to 1880, 229,300,000 ton- 
miles and 10 per cent.; from 1880 to 1881, 121,700,000 
ton-miles and 4.8 per cent, And the smaller increase 
in the last year is the more remarkable because 
through rates in 1879-80 were well maintained through- 
out the vear, while for a considerable part of this last 
year they were very low, and actually a very large 
traffic was diverted in consequence from the canal to 
this and other railroads. 

The increases and decreases in traftic from year to 
year since 1877 compare as follows with those of the 
Erie : 


ok errr : 





- i —weeny 


N. ¥. Cen. ie. 
1877 to 1878.D. 16,545,000 D. 30,562.000 
1878 to 1879.D. 9,249,000 I. 


—~——— —Ton-miles.—- — 
N. Y. Cen. ie. 
422,806,000 I. 110,177,000 
253,072,000 I. 334,559,000 
220,312,000 1. 151,880,000 
121.675,000 1. 263,288,000 


~ 1,026,865,000 1. 869,809,000 


NO. cncccees 18,” i.4 wh is. 


1879 to 1880.1. 39,849,000 I 
1880 to 1881.1, 42,967,000 


[. 20,024,000 
1877 to 1881.1. 56,922,000 I 





I 
8,789,000 LL. 
31,345,000 r 
20,505,000 T 


"80 to 'S1... 15.0 11.0 4.8 15.3 
Thus the New York Central since 1876-77 has gained 
nearly twice as much passenger traffic as the Erie. 
and a sixth more freight traffic ; its rate of increase. 
however, has been but a little greater in passengers. 
and considerably less in freight. Down to 1880, how- 
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ever, the growth of freight traffic since 1877 had been | all the freight carried on this road at through rates; 
at nearly the sime rate on both roads—the ton-miles | there is some interchanged by connecting roads be- 
being 54.5 per cent. greater in 1879-80 on the Erie and | tween Buffalo and Albany; and it is probable that at 
55.9 per cent. greater on the Central. Thus the greater | least half the freight earnings of the road last year and 
progress of the Erie may be said to have been made |a large proportion in 1879-80 (when the through rates 
in the last year, when indeed its gain in ton-miles was | were higher) were from freight commonly known as 
more than twice as great as the Central’s. | through and carried at through rates. 

This fact, in connection with the much talked of| The increase in tons of coal carried is more than 50 
diversion of grain to the Erie last spring, is likely to | | Per cent., and the amount carried is nearly twice as 
be misinterpreted, or rather exaggerated, The Erie | great as in 1878-79, In proportion the increase is 
report showed that 142 millions out of its total 263 | | Sreater than on the Erie in the same year, when it was 
millions of increase in ton-miles was in coal, leaving a | less than 36 per cent., but the Erie carried 5,518,- 
gain of 121 millions in other traffic, which is exactly | | 850 tons of coal that year, which is considerably more 
the same as the Central’s total gain. A part of the | than twice as much as the Central carried, the latter 
Central’s gain was also in coal (ton-miles not reported), | being too far north to share the through coal ship- 
but the increase in this being but 833,000 tons, against | ments to New York, which make up, perhaps, half] of 
1,451,000 on the Erie, and the average haul being much | the Erie’s coal traffic, and making a more indirect 
shorter on the Central, this probably accounts for but | | route for through Western shipments, of which, how- 
a small part of its gain; while its report shows defi- | ever, it carries a very considerable amount. It has a 
nitely an increase of more than 200,000,000 ton-miles in | | comparativ ely short haul on this coal, however. The 
through freight between Buffalo and New York, so|immense consumption of coal at the many large 
that itis not at all safe to assume that the greater gain | |towns on its line secures it a large and generally a 
of the Erie last year in total freight traffic was due to | profitable coal traffic. 
its getting business from the New York Central. The cheapening of transportation recently, on this 

Of other roads that have reported for this last year, /as on most other American railroads, has been largely 
the Boston & Albany shows an increase of 41,656,000 | | by increasing the average loads of freight trains. But 
ton-miles, or 11 per cent., against an increase of | |last year there was no gain in this direction, while 
50,000,000 and 15.4 per cent. the year before. Before | there was a very considerable increase in the average 
1879-80, this road’s freight traftic had grown little passenger train-load, in which there has not been any 
since 1873. Its through freight increased 188,154 tons, | apparent improvement in the country at large. 
or 19.4 per cent., last year, The Baltimore & Ohio does| With an increase of less than 1 per cent. in the 
not report ton-miles, but it does report its through | mileage of passenger trains there is an increase of 13 
tonnage, and showed from 1880 to 1881 an increase in | per cent. in the passenger mileage, the average train- 
it of but 33,713 tons, or 1.7 per cent., against an in-| load having increased from 65 to 723; and with an 
crease of 554,768 tons, or 39 per cent., from 1879 to | increase of 5,1 per cent. in freight-train mileage there 
1880. The New York Central’s through freight in-| was an increase of 4.8 per cent. in ton-miles, the 
creased, we have seen, 22} per cent. and 454,954 tons | average train-load of paying freight having decreased 
last year, sq that in this it certainly did very much | from 218.3 tons to 217.7. The average journey was 
better than the Baltimore & Ohio, and better than the | 41 miles this year, against 39 last, which is sufficiently 
Boston & Albany, however it may have been with its | accounted for by the increase from 116,306 to 164,561, 
whole freight business. The increase in ton-miles on | or 41 per cent., in the number of through passengers 
the Fitchburg Railroad was 4.7 per cent, last year, between New York and Buffalo or Niagara Falls: 
about the same as the increase on the New York | while the number of way passengers increased from 





or | 


Central. This indicates 

So far as appears from this, there was generally a | 
smaller increase in trunk line freight from 1880 to 
1881 than the year before or for some years previous, 
and the New York Central is not peculiar in its con- | 
dition, though it gained less than the Erie in freight | 
(about twice as much in passengers). 

We miss this year the very interesting statement of | 
the through traftic between Buffalo and Albany. The 
form of the report does not provide for this, as, strictly 
speaking, only traffic between the termini at New 
York and Buffalo is through traffic, and freight re- 
ceived or delivered at Albany is no more through than 
that received or delivered from connecting roads 
at other points on the line; but the Albany 
traffic is so very important that the statement 
of it a year ago was perhaps the most interesting 
feature of the report. Then this traffic included 
2,079,558 tons, against 2,024,778 tons between New 
York and Buffalo. There were 13,555 move tons west 
from New York than from Albany, but 54,780 tons more 


| 8,154,551 to 8,735,688, or 7.1 per cent. 








that the through and way passenger mileage was 
divided as follows : 

1880-81. 1879-80. Increase. P..c 

Through. ........ 72,735,€00 51.406,000 21,329,000 41.5 

i ae .301,033,980 279,396,223 21,637,757 7.7 

Total...........373,768,980 330,802,223 42,966,757 13.0 

The whole way travel, even this year, is more than 


four times as much as the through, and last year it 
was more than five times as much; but the percentage 
of increase in through was so much greater that the 
increase in passenger mileage was nearly the same in 
through and way. But the average through passen- 
ger rate was so much lower than the local rate that 
the through travel, though 414 per cent. more than 
the year before, yielded but about $1,040,000, while the 
way travel yielded $5,918,000, or nearly six times as 
much. The reports of previous years do not give the 
data which enable us to ascertain the earnings from 
through and way travel separately. A part ef this 
increase in through travel was doubtless largely due 
to the very low rates of July, August and September; 





east to Albany than to New York. The number of 
ton-miles of both was about 1,520,637,000 then, or 


three-fifths of the total freight traffic of the road. This 


year the New York through traffic is 22} per cent. 
greater than last year, the increase amounting to 200.- 
150,000 ton-miles, while the entire increase in ton- 
miles of through and local freight is about 121,675,000. | 


but it is probable that there was also a large increase 
in the other months. 

There is nothing in the report more significant than 
|the immense expenditures made for new construc- 
| |tion. Here we have one of the oldest roads in the 
country and the largest carrier of through freight in 


| the world, long ago well established with what ap- 





Thus if the Buffalo-Albany through traffic has not de- | | peared to be amply sufficient accommodations at its 
creased, there must have been a very large decrease in | termini, and especially at New York, where it had in- 
local freight, which seems improbable, in view of the | yested many millions of dollars in lands and struc- 
great activity of local industries and the enormous | tures to enable it to handle its traffic economically. 
increase in coal carried. But the entire New England | But in the last two years this company has spent in 
traffic by all routes was certainly considerably larger | |New York for additional improvements as much 
last year than the year before. |money as would build 100 miles of railroad in some 

The New York-Buffalo through freight made up 40.6 | parts of the country. We have in our summary of 
per cent. of the tonnage mileage in 1881, and but 35.5 | the report noted these enormous expenditures for ex- 
per cent. in 1880. If the Buffalo-Albany through | | tending the means of handling freight at the termini 
traftic increased as fast, then in 1881 the whole through | of the road, and especially at New York. Besides 
traffic was 69 per cent. of the entire tonnage mileage, | the $1,416,575 expended at New York on this account 
against 60 per cent. the year before. The larger pro- | last year, $855,865 were expended the year before, and 
portion of through traffic would have made the aver- | $587,408 at Buffalo then, in addition to the $281,565 
age rate received smaller, even if there had been no | last year. The largest part of this expenditure has 
changes in the rates charged. been for land, the cost of which in the great cities 

The average rate received on through freight is re-| makes a very considerable addition to the expense of 
ported separately this year for the first time. It was(.55 handling freight. We have here $3,140,000 expended 
cent per ton per mile, against 0.88 cent for otaer freight. | for terminal improvements in two years by this one 
This is equivalent to $2.42 per ton, or 12.1 cents per 100 | road. 
1bs.,on all classes in both directions between New York | Since 1879 the cost of this company’s property has 
and Buffalo. At this rate the earnings from this | increased $10,000,000, and since 1876 $12,200,000, with 
through freight last year were $6,054,600, or 29 per | no addition to the securities issued except $3,739,000 
cent. of the total freight earnings. At this same rate | of bonds, of which $2,000,000 was issued last year. 
Albany through traffic of the same amount as in 1880 | The report for 1879-80, as first made and as published 





and afterward in Poor’s Manual, showed no increase 
in the funded debt that year; but the report as printed 
by the company and in the State Engineer’s report 
shows an increase of $1,739,700 in that year. 

The earnings of the road last year, though some- 
what (only 24 per cent.) smaller than the year before, 
were still very large, and have been exceeded only 
twice in the history of the road, first (by only $148,000) 
in 1872-73, and again in 1880. The increase in work- 
ing expenses was truly large, and the amount of ex- 
penses the largest on record except in 1872-78, when 
they were slightly exceeded; the decrease in net 
earnings from the previous year, $2,442,000 and 16 per 
cent., is truly a very large sum ; but the net earnings 
are still larger than in any other year since 1874, and 
were but slightly exceeded in 1878 and 1874, and in no 
other year except 1879-80. It is only compared with 
the year before that the last year was a bad one for 
profits. The course of gross earnings, expenses and 
net earnings for the past ten years is shown below : 





Gross Working Net 

Year. earnings. expenses. coe: 

Ek , ee $28,437,201 $18,165,820 $10,271,381 
1872-73 32,496,021 19,570,047 12,925,974 
1873-74. 31,650,387 8,388,298 13,262,089 
1874-75 29,027,218 17,262, 108 11,765,110 
1875-76 28.046,588 16.124,172 11,922.416 
1876-77 26,579,086 14,946, 168 11,632,924 
i, ee 28,910,555 16,135.977 12:774,578 
1878-79........ 28,396,584 36, 123,073 12,273,511 
1879-80 33,175,913 849,894 15,326,019 
1880-81..... .. 32,348,397 is; 464.787 12,883,610 


Thus it is not 1881 but 1880 that is the exceptional 
year with respect to net earnings. 

Some comparisons with other roads will here be inter- 
esting: The New York Central’s gross receipts having 
decreased 2.5 per cent., the Erie’s increased 10.9 per 
cent., the Baltimore & Ohio’s 0.8 per cent., the Boston 
& Albany’s 1.7 per cent. 

In working expenses there was an increase of 9 per 
cent. on the New York Central, of 13.9 per cent. on 
the Erie, of 10.2 per cent. on the Baltimore & Ohio, 
and of 8.4 per cent. on the Boston & Albany. 

In net earnings there was a decrease of 16 per cent. 
on the New York Central, an increase of 5.8 per cent. 
on the Erie, a decrease of 11.4 per cent. on the Balti- 
more & Ohio, and a decrease of 12.3 per cent. on the 
Boston & Albany. 

Thus while the Central is alone in showing smaller 
gross earnings, the increases are very’ small elsewhere 
except on the Erie. All show large increases in ex- 
penses, and the New York Central’s is smaller than 
those of the other two trunk lines. In net earnings 
all but the Erie show a decrease, the New York Cen- 
tral’s being considerably the largest. 

It will be a mistake to ascribe the whole decrease of 
profits on this road to the railroad war. The company 
made a statement of its earnings for the first half of 
its last fiscal year, and for that period they were only 
$30,252 larger than the year before; rates having been 
well maintained during that time. Thus in the last 
half of the year there must have been a decrease of 
$857,768, or 5} per cent. But there was a very large 
increase of expenses in the first half of the year, 
owing largely to the weather, and though these have 
not been reported separately for that period, it is rea- 
sonable to assume that more than half of the whole 
increase of $1,614,892 was in that half of the year, and 
very likely $900,000 to $1,000,000 of the year’s decrease 
of $2,442,000 in netearnings was in that half and be- 
fore the railroad war. 

With regard to the future, it is not at present prom- 
ising. During the current fiscal year through rates 
have been very low already longer than in the 
last one, and there is no present prospect of an ad- 
vance in them, and it will not be possible for some 
time to make them as high as last year. Further, the 
through freight traffic eastward—the most important 
branch of the business of the trunk lines—cannot pos- 
sibly be as large this year as last, because there is 
mucli less to carry, and we must expect a compara- 
tively light winter business. On the other hand we 
are very unlikely to have the expenses increased by 
such terrible weather as prevailed last year, and local 
traffic and travel are very good indeed. 








For the Juniors. 





One of the burdens which falls upon the shoulders of an 
editor of a technical paper is to answer inquiries somewhat 
like the following, which are extracted from letters lately 


received: 

‘Will you please inform me what books I should study in 
learning the trade of a machinist, provided I have no 
knowledge of the trade ?” 

‘*Will you give me your advice in regard to the selection 
of technical works useful to me in my profession, that of a 
railroad civil engineer ? I would like one on the construction 
of the locomotive, one on architecture, and one on the 
metallurgy of iron and steel, the rest to be directly in the 
line of my profession, to be practical and not too tech- 
nical.” 

A telegraph operator, with only a common school educa- 
tion, made a similar verbal inquiry recently about the best 
books on electricity and practical telegraphy for him to 


read, 





would have yielded $38,432,000. This, however, is not | a year ago in these columns and in other newspapers, 
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Inquiries for the best “practical” book on stationary 
steam engines are very often made. 

It may be said very frankly that there is hardly any duty 
wich falls to the lot of an editor that is more perplexing 
than answering such inquiries, and it has seemed to us it 
might be of service to those who make them if the reasons 
for this perplexity were set forth. 

To open the subject, then, somewhat after the manner of 
a sermon, it may besaid that the causes which produce the 
perplexity are three-fold: first, there is the limited knowl- 
edge of the editor of such literature; second, most of the 
books are more or less obsolete, imperfect, and sometimes 
erroneous in their treatment of technical subjects; and, 
third, the inquirers usually have a very inadequate concep- 
tion of the immense amvuunt of knowledge which is re- 
quired to be successful and to live wisely in any career of 
life, and of the difficulty of acquiring such knowledge. 


Of the hopefulness of youth, its mistakes, its underesti- 
mate of the difficulties to be overcome in achieving success, 
it is perhaps not worth while to write anything here. We 
will only try now to undeceive some of those who are begin- 
ning their careers of some erroneous notions about the way 
in which valuable knowledge can be acquired. It is a very 
common and a very laudable ambition for a young man en- 
gaged in some occupation to learn, as the phrase often is, ‘‘all 
about it.” He conceives the idea—usually an erroneous cne 
—that all the information he needs can be found in books: 
in other words, that he will find all the knowledge and wis- 
dom which he requires to carry on his occupation done up, 
as it were, in packages and labeled for his special use. He 
will find in time that it is a much more precious commodity 
than he thinks, and that it cannot be had at as cheep a 
price ashe expects. It may more properly be compared to 
gold, which is mixed with a great deal of earth and rock, 
and which can only be found and s»parated from the 
worthless material with infinite pains and _ labor. 
To carry our simile a little further, if a man who wants 
gold should write to the editor of a mining paper, ** Will 
you please tell me what placers I should work in order to 
get rich quickly,” he would represent the attitude of mind 
in which some correspondents inquire of the editors of tect- 
nical papers how to grow wise with little trouble. 
The truth is, the acquisition of both gold and 
knowledge is a slow and laborious process, requir- 
ing an immense amount of industry and patience and 
care and discomfort. The precious commodity must be 
separated from the sand and the rock by stamping and 
washing and sorting and sifting, and this work must be car- 
ried on day after day, with comparatively slow progress, 
sometimes with none, and only occasionally are the hopes of 
the searchers rewarded with a very valuable discovery. 

Then, too, if a young man goes into the mines equipped 
only with a tin pan and pick, he will find that his competi- 
tors with their engines and stamping mills, pumps and 
hydraulic machinery, have somehow an immense advantage 
over him, and that they get a great deal more gold then he 
The same thing is true of the searchérs after knowl- 
edge. If they go into the field well equipped with the 
means of acquiring knowledge | they will have an immense 
advantage over those who are not. A man whose mi:d har 
been trained by study can understand b-oks which,without 


does. 


such training, would be incomprehensible to him. 
A knowledge of mathematics is essential to the 
comprehension of much __ technical literature og 


the presentday. A ground work of elementary science 
opens the gates of many fertile fields of knowledge. Know- 
ing French and German increases the availeble number of 
books nearly or quite three-fold, and short-hand saves many 
weary hours of the labor of writing. Simple and common- 
place as these observations may appear, it is true, neverthe- 
less, that there are large numbers of young men who seem 
to think that some short cut in the attainment of 
knowledge is possible, which will enable them to dispense 
with the elementary ground work and the drudgery of ac- 
quiring it. Thusour telegraph friend has started to face the 
world in a country telegraph office, where there is little to 
do and plenty of time to learn whatever books can teach. 
He has before him all the brilliant possibilities of electric 
science, and the chances which a knowledge of the latter 
would certainly open to him. Unfortunately he has 
not the elementary training which is needed to 
read understandingly any but the most elementary books on 
electricity. Of chemistry he has little or no knowledge, and 
of the higher mathematics—now so freely used in the best 
books on the subject—he is in complete ignorance. His no- 
tion is that he can get some “practical” book on the tele- 
graph which will somehow teach him all that would be use- 
ful in the more scientific treatises, and thus take the short cut 
spoken of. There is, of course, no book which fulfills these 
conditions, and none is possible. Those in existence do uot 
do it even as well as it might be done; but at best the in- 
formation which could be conveyed in this way to such a 
person must be extremely limited in its scope. The constant 
demand which is made by people of this kind is for “ prac- 
tical” books. What they appear to want is ready made re- 
ceipes, adapted to all the circumstances of their occupations 
and applicable without any bother of thinking over the 
matter. That there isa great and pressing need of more and 
better practical technical books is very true. But there 
always has been such a need, and probably always will be. 
The literature of both science and the arts lags very far be- 
hind the progress of each of them, and likely always will, 
and a man in any occupation who knows only what he can 
learn from books will understand: his business very imper- 
fectly. 

The lesson which we especially wish to impress upon the 
young men who are in the state of mind of those whose let- 


bition to increase their knowledge of their occupations, is 
that they must not expect to find what they should know in 
any one or half-dozen, or in any number of books. Know!l- 
edge is scattered broadcast all over the world, and the thing 
for all who “ want to know” is to cultivate a kind of wistful 
alertness for knowledge, which will always be in an attitude 
to profit by any information within reach. The process will 
be to pick up here a little and there a little, and its value 
will increase with the accumulation. 

What we learn is largely dependent upon what we have 
occasion to know, and it may be remarked that the prob- 
ability of getting any information will depend very much 
upon the definiteness with which we inquire for it. Once 
shape what you want to know into an exact question and 
an answer is possible; but it is difficult to satisfy vague long- 
ings for learning. 

This brings us to the consideration of scientific inquiries, 
such as our correspondents have made. The first one asks 
*‘what books he should study in learning the trade of a 
machinist.” Now, the difficulty of answering this question 
is that it is impossible to tell what the inquirer wants to 
know. Probably he does not know clearly himself. The 
machinist’s trade now covers sc wide a field that the 
special technical information which be will need 
will depend very much upon the branch of the business 
which he enters. Sewing machines, reapers, locomotives 
and marine engines are all made by machinists. We will 
suppose, though, that the inquirer is one of that class of 
young men, of whom there are so many in this country, who 
havea general impression that the trade referred to offers pos~ 
sibilities of a brilliant career, which it does, and that he can 
not choose any special department, but must zo into which- 
ever one he can. What booksshould he study ? In answering 
this, we would be in a measure repeating what was said in the 
beginning of this article. A common school education, with 
algebra, mensuration, natural philosophy, a little chemistry 
and, if possible, mechanical drawing, would give a young 
machinist a fair start. Ignorance of any one of these will 
be a serious drawback; therefore, to all who have their 
careers to make, we say, don’t rest day or night until you 
have acquired this preliminary knowledge. It is not alone 
their specific value which will be useful, but in gaining this 
much learning you will also have cultivated a nunger for 
more, which, as has been nointed, out, will be of the utmost 
service to you. If, besides what has been described, more 
mathematics and French and German can be added thereto, 
the candidate will be so much further ahead. 

But presuming that he has all these, the question then 
comes up what else he should read and study. Now, before 
such an inquiry can be answered the person making it must 
first determine definitely what he wants to learn. A very 
common inquiry that comes to us is ‘‘Which is the best book 
on the stationary engine?” The answer to be given will 
depend very much on what the inquirer is in search 
of. [f he wants to study the science of steam, one 
book should be recommendei; if the details of engine 
construction, another; and if valve gearing, another; 
and it is quite certain that none of them would be quite 
satisfactory. The same thing is true of nearly all cases in 
which we are asked to recommend books. The really useful 
knowledge, it will be found, is scattered over the world in 
very fragmentary forms, and the lesson which this article is 
intended to inculcate is, that learning must be a habit, prac- 
ticed constantly, and that the things which are most worth 
knowing are mixed up with much that is worthless, and as a 
plain-spoken person knowz to us often says, ‘If you want 
to learn anything, you must dig for it.” 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Chicago, St. Paul, Minneapolis d& Omaha.—Track laid on 
the Chippewa Falls & Northern Branch from Chippewa 
Falls, Wis., north to Bloomer, 15 miles. 

Des Moines Northwestern.—Extended from Jefferson, Ia., 
northwest to Lohrville, 1; miles. 

Missouri Pucific.—The Central Branch Division is ex. 
tended west to Leonard, Kan., 25 miles. 

St. Louis, Des Moines & Northern.—Extended northward 
5 miles to a point 23 miles from Des Moines, Iowa. 

This is a total of 62 miles of new railroad, making 7,870 
miles this year, against 6,139 miles reported at the corre- 
sponding time in 1880 and 3,801 milesin 1879. This is not by 
any means the total track laid in 1881, as informatiun yet 
to be received will very much increase these figures. 








THE WESTERN TRUNK LINES PASSENGER ASSOCIATION, 
having succeeded in its demand for the full proportions of 
emigrant fares for its roads without commission or rebate, 
finds that the trick of the large shippers when demanding 
rebates is repeated for their benefit. One of the leading 
Chicago roads, the Rock Island, isnot a member of the Asso- 
ciation, though it probably approves its policy. In 


connection with the Burlington, Cedar Rapids 
& Northern it carries passengers to Minnesota, 
which is the destination of many immigrants. 


The Association complains that now an extraordinarily pro- 
portion of the immigrants, particularly those arriving by 
the Erie and the Grand Trunk, are ticketed west by way of 
the Rock Island road, whenever their destination can be 
reached by thut road, and as it carries to St. Paul, toOmaha 
and to Kansas City, and other Missouri River poivts, most 
places west of the Missouri and many east of it can be 
reached over this road. It is not charged, we believe, 
that the Ruck Island has anything to do with this, though it 
is doubtless glad enough to get the passengers for whatever 





ters we have quoted from, or who have aspirations and am- 





reason they may be sent to it. But the concentration of an 
undue amount of traffic on one road is likely to make the 
others impatient and give up any agreement or action 
which prevents their sharing it. This policy has been 
practiced by very large shippers or combinations of ship- 
pers of live stock and petroleum, and doubtless of other 
freights; and it has been done when all the railroads by 
which they had shipped had combined. One being singled 
out and given all the business, it was usually suspected of 
having gained the traffic by concessions forbidden by the 
agreement, and even if this were not the case the others 
were unwilling to go éntirely without traffic. « The only 
remedy for it would be a division of the earnings, or net 
earnings, from the traffic, and this could not easily 
be arranged. In this case, the Rock Island not belonging to 
the Association, unanimous action is not possible. At a 
meeting last Friday the Association is said to have contem- 
plated taking off from sale coupon tickets reading over the 
Erie or the Grand Trunk and any of the Associa- 
tion roads; what it actually did do was to pass 
resolutions against the steamship companies which sell the 
ticke’s abroad, and which it charges with discrimination 
against Association roads, declaring that the latter will not 
grant passes to any agents of these steamship lines, nor 
permit their agents to sell tickets or orders for tickets by 
steamers of these lines, but will instruct them to work 
for the lines which do not discriminate against the 
Association roads. As the steamship agepts in Europe 
sell a great many tickets over the Western railroads. 
and the Western railroads sell comparatively very few 
tickets for steamship passage, the railroads, it would 
seem, cannot inflict any serious punishment in this 
way; and if the Association does not gain the adherence of 
all the ‘‘ Western trunk lines” it will have to be very in- 
genious to effect its purposes. The merits of the case wi.] 
have nothing to do with it; unity is needed to secure the 
strict following of any policy by competitors. 


THE CENTRAL Paciric threatens to construct a line 
parallel to and a little north{of the Union Pacific all the way 
from Salt Lake to the Missouri River, reaching the latter 
about on the north line of Nebraska, which is as far west as 
a point on the Union Pacific 125 miles west of Omuba. A 
preliminary survey of the line has been made and articles of 
incorporation filed. It is supposed, however, that its con 
struction will depend upon the action of the Union Pacific 
with regard to a new connection of its lines to San Francisco 
by way of the Atlantic & Pacific, which will be reached by 
the Union Fazific’s Utah lines. It is said that the survey 
shows the proposed line to be favorable for construction and 
operation, and this is very probable; but it must not be sup- 
posed that it can be made anything like as valuable as the 
Union Pacific, which in Nebraska is about 100 miles further 
south. Most of the agricultural land on the Union Pacific 
is in the Platte valley, and there is nothing comparable with 
that further north, except, perhaps, for some distance 
in the Niobrara valley, which, if as fertile, is not nearly so 
wide as the Platte valley. Further, a very large part of the 
income of the Union Pacific is earned for it by its numerous 
branches, which, in the absence of any other trunk line, it 
has been able to place in the very choicest parts of the im- 
mense territory which it crosses. At the very best a par- 
allel line could only divide this local traffic, and in many 
cases—most, probably,—it would not pay to build a branch 
for the sake of dividing it. Then, of course, the through 
traffic would be divided, as it will be again divided when the 
Northern Pacific and the Atlantic & Pacific get through. The 
Central Pacific, however, has the advantage with regard to 
through traffic eastward. Most of this is supplied from its 
own great system of lines in California, including by far the 
larger part of the railroads of the state, and this enables 
it to determine, largely, the route which traffic eastward shall 
take; while the traffic westward is brought by so great a 
number of roads that every line crossing the continent may 
secure a share of it if it can carry it properly; though as the 
places on the Pacific coast which receive the freight from 
the East are mostly on the lines of the Central Pacific, it has 
an advantage for freight in that direction also. : 

Of course if the country between the Missouri and Salt 
Lake were anything like as productive as that east of the 
Missouri there would be abundance of traffic for a new road 
100 miles from any competing line. The discovery that 
nearly all this country is worth something and can be util- 
ized seems to be accepted by many as evidence that it is 
equal to the country further east. It is, nowever, only « 
grazing and mining country, and though immense herds of 
cattle are grazed there they require immense ranges, sothat 
the traffic afforded by a given area is comparatively small. 
Very fertile valleys, producing immense crops, perhaps 
when irrigated, are so very small a proportion of the whole 
that they hardly count in an estimate of traffic, though they 
may be of great importance to the prosperity of the country 
by furnishing supplies to the light local population. 


General Qailroas Wews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

New Haven & Northampton, annual meeting, at the office 
in New Haven, Conn., Jan. 4. 

New York, New Haven & Hartford, annual meeting, in 
New Haven, Conn., Jan. 11. 

Western Railroad Association,, annual meeting, at the 
office, Room 64, Honore Building, Chicago, Jan. 10, at 
10:30 a. m. 

Central, of Georyia, annual election, at the company’s 
banking house in Savannah, Ga.. Jan. 2, at 10 a.m. The 
annual meeting was held Dec. 22, the meeting and election 
being always on different days. 
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Dividends. 

Dividends have been declared as follows: : 

Chicago, St. Paul, Minneapolis & Omaha, 1% ad cent., 
quarterly, on the preferred stock, payable Jan. 19. Trans- 
fer books close Dec. 31. 

Flint & Pere Marquette, 3 per cent., semi-annually, on 
the preferred stock, payable Jan. 16. Transfer books close 
Dec. 31. The preferred stock represents the former consoli- 
dated bonds. 

Lake Shore & Michigan Southern, 2 per cent., quarterly, 
payable Feb. 1. Transfer books close . 31. This makes 
8 per cent. declared for 1881. 

arwick Valley, 2\¢ per cent., payable Jan. 2. 
Mail Service Extensions. 
, New mil service has been ordered over railroads as foi- 
ows: w 

Utah & Northern.—Service is extended from Dillon, 
Montana, to Butte, 68 miles. 

Union Pacific.—Service extended over the new Denver 
Short Line, from Julesburg, Col., to Denver. 


Western Trunk Lines Association. 


Coburn, Skowhegan, Me.; Darius Alden, Augusta, Me.; 
Arthur Sewall, Bath, Me.; Stephen J. Young, Brunswick, 
Me.; Wm. G. Davis, George E. B. Jackson, Horatio N. Jose, 
Portland, Me.; Willard P. Phillips, Salem, Mass.; Wm. B. 
B icon, George P. King, E. B. Phillips, Alfred P. Rockwell, 
Boston; George S. Morison, New York. There is no change 
from last year. The board re-elected George E. B. Jackson 
President, Josiah H. Drummond, Clerk. 


Missouri Pacific.—Mr. L. L, Keller is appointed Superin- 
tendent of the Dallas Extension of the Missouri, Kansas & 
Texas Division. This extension was formerly the Dallas & 
| Wichita road. 

| 





Mobile & Ohio.-—-Mr. J. G. Motley was, on Nov. 21, ap- 
pointed Acting Superintendent, and, on Dec. 8, Superinten- 
dent of the Southern Division, in place of Mr. Cecil Flem- 
ing, who has gone to the Cincinnati Southern. 


New Orleans & Northeastern.--At the annual meeting 
in New Orleans, Dec. 24, the following directors were cho- 
sen: Henry Abraham, Emil Carrier, J. H. Oglesby, James 
M. Seixas, New Orleans: W. H. Hardy, Meridian, Miss. ; 


A dispatch from Chicago, Dec. 22, says: ‘‘ At a meeting of Frederick Wolffe, Montgomery, Ala.; John Scott, Cincin- 
y BC. we, YS: - 


the Western Trunk Lines Association held here to-day there 
was a good attendance. A resolution was adopted to the 
effect that they will not issue free passes to any agent or em- 
ployé of any steamship or transportation company that 
gives its business to any railroad that discriminates against 
the lines in the association. It was also decided not to allow 
their agents to work in the interest of those steamship lines 
that are oppcsed to the association. There are indications 
of a lively contest throughout the West.” 
Ticket Commissions. 

Mr. W. H. Dixon, Secretary of the recent meeting in Chi- 
cago on this subject, sends the following circular letter, to- 
gether with the agreement adopted at the meeting, to the 
railroads of the country: 

‘*The subjoined agreement is the result of a meeting held 
in this city Dec. 15 and 16, 1881, for the purpose of consid- 
ering the ‘ticket-commission question.’ The companies 
signing the same control, in the aggregate, about 45,000 
miles of road, or nearly half the railway mileage of the 
country. 

“This method of dealing with the subject was deemed 
the most practicable one that could be adopted at this time, 
and I was instructed to invite your company to sign the 
agreement and co-operate with the other participauts therein 
in endeavoring to modify and finally eradicate this abuse. 

* You will observe that the agreement does not probibit 
you from paying commissions where competition compels 
that course. You simply agree to control your own agents 
and your own business, independently of outside influence, 
and you secure the co-operation of the other lines in the 
agreement to that end, as well as their protection against 
any attempted discrimination on the part of ticket agents 
in favor of lines outside of it. 

** Tf you will join us in this reform, please sign the agree- 
ment and return it to me as soon us possible. 

‘ Tf you decline to sign, please favor me with the reasons 
that impel you to this course, and greatly oblige.” 


ELECTIONS AND APPOINTMENTS. 


Alabama Great Southern.—Mr. Frederick Morgan has 
been appointed Master Car-Builder, in place of George Hib- 
bert, deceased. 

American Society of Civil Engineers.—The October Trans- 
actions (just issued) show the evs additions {to the 
members: Charles Blackwell, Engineer Midland and Grand 
Junction Railways, Peterborough, Ont., Canada; Robert 
L. Engle, Engineer Rio Grande Extension Company, Gunni- 
son, Col.; Charles E. Good, No. 102 St. Francis Xavier 
street, Montreal; George T. Keith, Olean, N. Y.; E. H 
Parent, Superintending Engineer Beauharnois, Lachine and 
Chambly canals, Montreal; George S. Skelton, Assistant 
Chief Engineer Mexican Central ilway, city of Mexico: 
Joseph R. Thomas, Engineer Williamsburg Gas Co., Brook- 
lyn, N. Y.; John A. L. Waddell, Engineer Raymond & 
Campbell Bridge Co., Council Bluffs, lowa. Some change 
of position of members are noted by the following addresses: 
Walter A. Doane, Principal Assistant oy Rome, 
Watertown & Ogdensburg Railroad, Oswego, N. Y.; James 
L. Frazier, Louisville, New Albany & St. Louis Railroad, 
Louisville, Ky.; Sidney T. Fuller, Chief Engineer Texas- 
Mexican Railroad, Galveston, Tex.; James MacNaughton, 
Assistant Engineer North River Construction Co., 
Albany, N. “Y.: J. Albert Monroe, Division Engineer 
New York, West Shore & Buffalo Railroad, Rondout, N. Y. ; 
Robert M. Newman, Engineer Jamestown Branch, James- 
town, Dak.; A. A. Robinson, Chief Engineer Atchison, 
Topeka & Santa Fe, Topeka, Kan.; Albert F. Sears, Assist- 
ant General Maneger exican Central Railway, city of 
Mexico: T. E. Sickels, Consulting Engineer Union Pacific 
Railway, No. 197 Broadway, N. Y.; Isaac W. Smith, Chief 
Engineer Oregon Pacific, Cornwallis Or. ; Clinton F. Stepaens 
Chief Engineer Texas & St. Louis Railroad, Waco, Texas; 
Charles A. Sweet, Assistant Engineer Mexican Central 
Railroad, Leon, Mexico; F. W. Vau han, Consuiting En- 
gineer Henderson Bridge Co., Louisville, Ky.; C. C. Waite, 
Assistant to President New York, Lake Erie & Western, 
New York; Arthur M. Wellington, Principal Assistant En- 
gineer Mexican National Railway, Cadena No. 11, city of 
Mexico; Sanford Horton, Assistant Engineer Tehuantepec 
Railroad, Jaltipan, Mexico; A. J. Stahlberg, Oregon & Cal- 
ifornia Railroad, Roseburg, Or. 


Bedford, Springville, Owensboro d& Bloomfield.—This 
Compan jast week re-elected the old board of directors, 
and the board elected John Thomas President; W. C. Win- 
stanley, Vice-President and Treasurer; 8. W. Morgan, Sec- 
retary. 

Boston, Lowell & Concord.—Mr. James N. Lauder has 
been appointed Master Mechanic with headquarters in Con- 
cord, N. H. The line includes the Boston & Lowell and the 
Concord roads. Mr. Lauder has been Master Mechanic of 
the Northern (New Hampshire) for along time. He is an 
active member and President of the Master Mechanics’ Asso- 
ciation, 

Chesapeake, Ohio d& Southwestern.—Mr. Robert Meek has 
been appointed General Superintendent, in place of Mr. N. 
Monsarrat, who is gone to the Cleveland, Akron & Columbus 
road. Mr. Meek wasat one time Superintendent of the South 
to Alabama, and has served on several other Southern 
roads, 


Chicago & Grand Trunk.—Mr. Geo. B. Reeve has been 
appointed General Agent in Chicago. 


Chicago & Northwestern.—Mr. W. F. Van Bergen has 
been appointed Ticket Auditor, to date from Jan. 1. 


Cleveland, Akron d& Columbus.—Mr. N. Monsurrat has 
been appointed General Superintendent. He has been for 
some time Genera! Superintendent of the Chesapeake, Ohio 
& Southwestern (formerly the Memphis, Paducah & 
Northern) road. 


Maine Central.—At the annual meeting in Augusta, Me., 
Dee. 21, the following directors were chosen: Abner 


nati: Charles E. Lewis. Otto Plock, New York. The 
Board elected Frederick Wolffe, President; W. H. Hardy, 
Vice-President; John Scott, General Manager; Maximilian 
Calm, Secretary and Treasurer; John Glynn, Jr., General 
Resident Agent in New Orleans, Robert Mott, Attorney. 


New York & Western Short Line.—This company has 
been organized by the election of the following directors : 
Joseph Thomas, Quakertown, Pa.; Charles Fellman, L. L. 
Trumbauer, Richlandtown, Pa. : C. B. O. Nurseryman, I. 
H. Shelly, Pleasant Valley, Pa. ; H. 8. Frank, Springtown, 
Pa.: R. K. Bachman, B.'F. Fackenthall, Durham, Pa. ; A. 
R. Horne, Allentown, Pa. The board elected A. R. Horne 
President ; R. K. Backman, Vice-President ; B. F. Facken- 
thall, Jr., Secretary; Joseph Thomas, Treasurer. 


North Pacific Coast.—The following circular from Mr. 
J. W. Doherty, the retiring President, is dated San Fran- 
cisco, Nov. 23: 

‘The property of this company having changed hands, 
Mr. J. D. Walker has been elected President, and Mr. David 
Nye General Superintendent. In retiring from the manage- 
ment I ask for them the same attention to your duties as 
you bave given me.” 


Pennsylvania Company.—Mr. R. R. Bentley has been 
appointed General Baggage Agent for all this company’s 
lines, with office in Pittsburgh, Pa. The appointment takes 
effect Jan. 1. 


Pittsburgh, Cincinnati & St, Louis.—Mr. R. R. Bentley is 
appointed General Baggage Agent from Jan. 1. His office 
will be in Pittsburgh. 


St. Paul, Minneapolis & Munitoba.—Mr. L. F. Kimball 
has been eppolated Assistant General Freight Agent, with 
oftice in St. Paul, Minn., todate from Jan. 1 


Warwick Valley.—The new board has elected Grinnell 
Burt President ; W. C. Sheldon, Vice-President; C. H. 
Dumont, Secretary : Thomas Burt, Treasurer. 


Western & Atlantic.—Mr. R. A. Anderson has been ap- 
pointed General Manager and Superintendent in place of 
Gen. Wm. Macrae, resigned. Mr. Joseph M. Brown has 
been appointed General Freight Agent to succeed Mr. 
Anderson. Mr. Brown was recently Car Accountant of the 
road. 

Mr. M. N. Beatty has been appointed Master of Trans- 
portation. He was recently Superintendent of the Southern 
Division of the Cincinnati Southern road. 


Wheeling & Lake. Erie.—-At the annual meeting in Nor- 
walk, O., Dec. 21, the following directors were chosen: To 
serve one year, N. H. Swayne, Jr., Toledo, O.; John G. 
Warwick, Massillon, O.; George J. Forrest, New York; to 
serve two years, Arthur Leary, New York; to serve three 
years, L. W. Southland, Smithfield, O.; R. H. Cochran, 
Wheeling, W. Va.;: Wm. R. Garrison, Robert B. Minturn, 
New York. The board subsequently elected R. H. Cochran 
President pro tem; J. 8S. Oliver, General Manager and Su- 
perintendent:; Charles H. Jenkins, Secretary. 


PERSONAL. 


—Mr. John Newell, General Manager of the Lake Shore & 
Michigan Southern road, has at last started for Kurope, on 
the leave of absence which he was promised several months 
ago. 





—Hon. Joseph E. Brown, United States Senator, and Presi- 
dent of the Western & Atlantic Railroad Company, has just 
been chosen President of the Board of Education of the city 
of Atlanta. 


—Mr. J. M. Egan, Superintendent of the Southern Min- 
nesota Division of the Chicago, Milwaukee & St. Paul, has 
resigned his position, to take effect Jan. 1. It is said that 
he will take a position on the Canadian Pacific road. 


—Gen. Wm. Macrae, General Manager of the Western & 
Atlantic road, has resigned his position. Gen. Macrae has 
been Superintendent or General Manager ever since the 
present company leased the road, and has served on other 
Southern roads; he has acquired a reputation as an unusually 
capable manager. 


—Mr. Henry C. Wentworth, to whose dangerous illness 
reference was made last week, died in Chicago, Dec. 28. 
We need hardly refer again to Mr. Wentworth’s long 
service with the Michigan Central, nor to the high and well- 
deserved reputation he had earned as General Passenger 
Agent. Few railroad men were better known, and Tis 
death will be mourned by avery wide circle of friends. 


—According to the New York Evening Post, “it is said of 
Pullman, the palace-car man, that he is now about 47 years 
of age, in perfect health, systematic in his habits, and good 
for twenty years at least of work. He hasa home in Chicago 
that cost nearly $400,000, where he lives mostly while in 
America. He has elegant summer places on the St. Law 
rence and at Long Branch, at which one of his four brothers, 
two of whom ure preachers, or some of his immediate famil 
or friends may be found during the summer. He spends 
much of his time in Europe. The secret of his being able to 
accomplish so much business is his marvelous power of dis- 
crimination in selecting his lieutenants.” 

TRAFFIC AND EARNINGS. 
Coal Movement. 

Coal tonnages for the week ending Dec. 17 are reported as 

follows: 


1881. 1880 Increase. P. c. 
Anthracite... ....... 634.797 365,122 269,675 74.0 
Semi-bituminous.... ..107,985 97,248 10,737 112 
Bituminous, Pa........ 77,112 53,045 14,067 26.9 
Coke, Pa.... ... 58,382 41,399 16,983 41.3 


Coal shipments from Seattle, Wash. Ter., in November 
were 16,874 tons. Four cargoes were taken by the new 
steam colliers lately put into service. 








Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven. months ending Nov. 30: 


. 1881. 1880. - Inc. or Dec. =P. ¢ 
Nash., Chatta. & 
_ hE Se $1,902,129 $1,873,427 1. $28.702 1.5 
Northern Central.. 4,967,077 4,556,077 I. 411,000 9.0 
Net earnings.... 1,501,265 1,571,213 D. 69,948 4.5 
Pennsylvania ..... 40,392,434 37,712,246 I. 2.680.188 7.1 
Net éarnings.... 16,211,182 15,508,773 L. 702,409 4.5 
Month of November: 
Nash.. Chatta. & 

St. L............ $152,059 $182,087 D. $30,028 16.5 
Northern Central... 487,160 459,054 I. 28,106 6.1 
Pennsylvania .... 3,840,215 3,574,913 I. 265.302 7.4 

Net earnings.... 1,460,343 1,394,075 I. 66,268 4.8 
Second week in December : 
Chi. & Alton ...... $177,379 $150,797 =I. $26,582 17.7 
Chi. & Eastern Ill. 34,837 29,847 I. 4,990 16.6 
Chi. & Gd. Tr’k... 36,308 28,418 I. 7,890 = 28.7 
Great Western. ... 97,531 107,293 D. 9,762 9.1 
Northern Pacific. . 72,700 55,249 I 17.451 31.7 
Third week in December ; 
Denver & RK. G.... $153.880 $90,323 1. $63.557 = 70.6 
_ Weekending Dec, 3: 
Grand Trunk.. £41,447 £44,219 D. £2,772 6.5 


Grain Movement, 


For the week ending Dec. 17 receipts and shipments of 

tee of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 





c Northwestern Northwestern Atlantic 
Year receipts shipments. receipts. 
a 1,872,271 562,345 1,338,420 
SSS . - 2,231,724 788,772 1,395,791 
1876 . 2,711,045 1,168,217 1,841,227 
ii rare 3,219,829 1,377,864 3,428,910 
1878 . - 2,972,744 1,599,045 3,143,021 
1879. . 3,640,974 1,261,537 3,473,439 
1880 5,012,357 1,437,618 3,212,258 
Bae RARER < Saree 3,524,829 1,713,134 2,161,922 


The receipts of the Northwestern markets for the week 
this year are smaller than in 1880 and 1879, but larger 
than in previous years and the largest for five weeks this 
year. ‘the shipments of these markets are larger than in the 
corresponding week of any previous year, but smaller than 
in any previous week this year, except one, since June. The 
Atlantic receipts are smaller than in any corresponding 
week since 1876, and the smallest since February this year. 
Of the Northwestern shipments 66,000 busheis, or less than 
4 per cent., went down the Mississippi. 

Of the Northwestern receipts Chicago had 43.4 per cent., 
St. Louis 18.6, Milwaukee 14.0, Peoria 13.1, Toledo 6.2, 
Detrcit 2.8 and Cleveland 1.9 per cent. The Milwaukee re 
ceipts are the largest since September. 

Of the Atlantic receipts New York had 31.6 per cent., 
Baltimore 23.8, Boston 18.6, Philadelphia 11, New Orleans 
9.6, Portland 4.7 and Montreal 0.7 percent. New York's 
receipts were three times smaller during the snow blockade 
of January and February last, but with these exceptions 
they are the smallest of the year. Baltimore’s receipts are 
the largest since October. 

Exports from Atlantic ports for five successive weeks have 
been: 

1881: Dec. 21. | Dec. 14. Nov. 30. Nov. 23 
Flour, bbls 62,049 16,438 55,37 68,197 59, 
Grain, bu. ..1,262,107 982,004 1,891,384 2,196,395 2,143,165 





1880: 
Flour, bbls. 138,389 153,302 132,999 101,826 142.442 
Grain, bu. ..2,363,848 2,616,707 2,469,577 3,603,963 4,112,718 

For the two weeks ending Dec. 17 exports from New Or 
leans were 54,586 bushels—all corn. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Dec. 23 were: 


; 1881. 1880. Inc. or Dec. P.e 
Receipts........ .....2,559,831 3,124,067 D. 564,236 18.0 
Shipments....... ....1,473,363 1,126.031 1. 347.332 30,8 


Receipts at four eastern ports for the week ending Dec. 23 
were: 
New York, Boston. Phila. Baltimore. Total. 
686,023 $15,513 229,075 462,226 1,692,837 


P. c. of total..... 40.5 18.6 13.6 27.3 100.0 
ve ceeeeecee s+ 1,518,668 476,572 413,200 586,663 2,995,103 
P.c. of total.. 50.7 15.9 13.8 19.6 100.0 


The receipts at New York are extraordinarily small. 
New York Live Stock Trafiic. 


The receipts of cattle in New York for the year ending 
Dec. 24 have been : 


1881. 1880. Inc. or Dec. P. ¢. 
CEC Tee 685,412 677.558 I. 7,855 1.2 
OC See 177.483 177.269 } 2. 0.1 
SR ea cians Waeeden 1,747,445 1,658,021 Il. 8,424 5.4 
ae . 1,551,452 1,722,634 D. 171,182 9.9 


The very small increases are noticeable. The exports for 
four successive years have been: 


1881. 1880. 1879. 1878. 


FSR sere 39,517 82,979 34,648 30,925 
ee ere 286,375 313,289 267,068 289.636 
rrr eee 9.187 36.157 29,147 19,724 
Mutton, carcasses............ 70.933 81,100 80,564 56,034 
Dressed hogs. ....... ...se0s. 16,131 14,518 8,434 9,908 
an 275 4,751 1,183 1,662 


The exports are thus not a large proportion of the receipts 
and they do not grow, but the cattle exports were about the 
same in 1881 as in 1878. In the last year less than one-fifth 
of the cattle receipts were exported. 

The receipts of beef cattle (not ‘including cows not for 
beef), of sheeps and hogs for 1860, 1870 and 1875 to 1881 
inclusive have been: 


Cattle. Sheep. 

Sn ree 226,033 518,750 
C—O ee 356,026 1,463,878 
ER es eS = 453,000 1,228,530 
PE Oss iond Siniscas ccahhed 477.276 1,247,820 
ST Bick Vale's nina iaad., aeberenn 478,555 1,210,626 
EA 1,350,957 
OR ere 1,540,180 
Se ee ree 676,933 1,682,734 1,744,735 
rrr « jbciyaeaterene ane 683,558 1,769,598 1,550,230 

egy | exports 572,810 head of cattle were con- 
sumed in New York and adjacent places, which get their 


supplies at New York, in 1881, against 515,632 in 1880, an 
increase of 11 per cent. 

We may compare these figures with the live-stock busi- 
ness of Chicago, where in 1880 the receipts and shipments 
were : 


Cattle. Sheep. Hogs. 
Receipts...... ocee son hye @ 335,810 7,148,477 
Shipments............... 886,614 156,510 1,428,184 


The difference between receipts and exports of cattle at 
New York is consumption, but at Chicago of the 495,863 
excess of receipts a large number were packed. 


Chicago Shipments Eastward. . 


For the week ending Dec. 24 the Chicago Board of Trade 
reports the shipments billed at Chicago to have been, 51,296 
tons, which is 7,410 tons more than it reported for the 
previous week, Of the last week’s shipments 8,476 tons 
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were flour, 27,525 grain and 15,301 provisions. The two 

Vanderbilt roads took 55.1 per cent. of the whole, having 

65.5 per cent. of the grain and 57.1 per cent. of the flour, 

but only 35.2 per cent. of the provisions, while 57.7 per 

cent. went by the two Pennsylvania roads, which carried 
— 16.1 per cent. of the grain and 36.5 per cent. of the 
our. 


Chicago and Milwaukee Receipts. 
For the three weeks ending Dec. 21 receipts have been: 


Chicago : 1878. 1879. 1880. 1881. 
Grain, bu..... .. 5,310,940 5,289,839 7,474,356 5,040,948 
Flour, bbls....... 249,641 327,325 424,038 287,714 
Hogs, No......... 652,931 664,622 592,71 677,817 

Milwaukee: 

Grain, bu... .... 2,390,552 1,854,998 1,909,945 1,395,628 
Flour, bbls....... 188,992 194,249 212,451 170,111 
Hogs, No......... 112,158 89,347 89,235 106,541 


Though compared with last year there is a great decrease 
in grain and flour receipts, the decrease is not large when 
compared with previous years, and not nearly so large as in 
November. The receipts of hogs, it appears, were larger 
than in any previous year. 

Reducing flour to grain the receipts of both places for the 
three weeks have been: 


1878. 1879. 18580. 18381. 
9,675.340 9,491,919 12,248,499 8.501.788 

This year the receipts were 30.6 per cent. less than last, 
but only 10.4 per cent. less than in 1879. 

The average daily receipts of grain alone in November 
and each of the first three weeks of December have been: 
-Week to—-- 








November. Dec. 7. Dec. 14. Dec. 21. 

1881......... . cee +-+.B35.176 | 380.459 327,501 414.804 
1880. 599714 «= 566,858 © 441'804 555,302 
Decrease........ .. 194.538 236,399 114,393 140,498 


It appears, therefore, that the last week’s receipts this 
year were much larger than those of previous weeks. 





THE SCRAP HEAP. 


Locomotive Building. 


The Central Vermont shops at St. Albans, Vt., recenily 
completed a Mogul freight engine with 19 by 28-in. cylin- 
ders and six 54 in. drivers. The fire-box is 35 in. wide in- 
side and 78 in. long. The engine burns wood, and the tender 
can carry 2,200 gallons of water and 244 cords of wood. 
Anvther engine of the same dimensions is partly finished. 

The Rogers Locomotive Works at Paterson, N. J., has 
lately delivered engines to the Indiana, Bloomington & 
Western, the Nashville, Chattanooga & St. Louis and the 
Denver & Rio Grande roads. 

The Lehigh Valley Company has ordered 20 freight en- 
gines from the Baldwin motive Works for delivery 
early in 1883. The company is preparing to build 17 more 
in its own shops next year. 

The Crane Iron Co., being unable to secure a yard engine, 
which was much needed, in time, is building a six-wheeled 
tank engiue iu its own machine shop at Catasauqua, Pa., for 
use in its yards. 

The Philadelphia & Reading road, it is stated, has ordered 
50 new engines from the Baldwin Locomotive Works, and is 
building some more in its own shops. 

Car Notes. . 

The Cleveland Bridge & Car Works in Cleveland, O., have 
a contract for 400 freight cars for the New York, Chicago & 
St. Louis road. 

The works of the Lima Car Co., at Lima, O., will start up 
about Jan. 1. The company has ten a with nearly 
five acres of floor space. The buildings include soft-castings 
foundry, wheel foundry, blacksmith shop, machine shop, 
truck-erecting shop, iron store-room, wood-working shop, 
car-erecting shop, boiler and engine-house and office. The 
works have a capacity of 15 freight cars a week. 

The Hebbard Car Spring Co. at Knoxville, Tenn., has a 

reat many orders and is making 300 Hebbard springs a 
day. This spring has been largely adopted as a buffer spring 
by Soutbern roads. The new brick shop will be ready for 
use in January. 

The Chicago Car Roofing Co. is building a large shop in 
Wheeling, W. Va., and will remove its works to that place. 
The company has for some time obtained the sheet iron from 
which its roofs are made from the Whittaker Iron Works in 
Wheeling. 

Bridge Notes. 

The Wells & French Co., in Chi , has an order for a 
wooden truss bri 132 ft. long over Horse Creek, near Es- 
sex, IIL, on the Chicago Division of the Wabash road. 

The Cleveland Bridge & Car Works have orders for 2 
bridges on the new Chicago & Atlantic road. 

The Keystone Bridge ., of Pittsburgh, has just com- 
pleted the bridge and viaduct over Grand River at Paines- 
ville, O., on the New York, Chicago & St. Louis roed The 
bridge is 1,310 ft. long and 104 ft. above the water; it has 
one span of 170 ft., 12 spans of 60 ft. each, and 14 spans of 
30 ft. each, carried on iron trestle piers. 

The Smith Bridge Co., at Toledo, O., is building a 
bridge of five spans over the Wabash River near Eugene, 
ind.. for the St. Louis line of the Toledo, Delphos & Burling- 
ton road. 

H. S. Hopkins, of St. Louis, is building 10 spans of Howe 
truss bridge for the Toledo, Delphos & Burlington. 

Clark, Reeves & Co., at Phoenixville, Pa., have contracts 
for bridges on hand which will require about 10.500 tons of 
iron to complete them. 

The Iron City Bridge Works in Pittsburgh are pressed 
with orders and will soon start up an additional shop. 


Iron and Manufacturing Notes. 

The Puget Sound Iron Co. has been organized for the 
surpose of a and steel and mining iron ore at 
entale, Wash. Ter. The capital stock is $500,000; the 
directors are A. Chabot, D. B. Hinckley, J. H. Paxton, G. 
W. Prescott, J. H. Reddington, C. H. Simpkins and C, T. 
A. Talbot. 

The Delaware Rolling Mill, at Phillipsburg, N. J., has 
been sold to W. A. Leavitt, of Philadelphia and will be run 
on bar iron. : 

The Co-operative Iron & Steel Co., at Danville, Pa., is 
runniog its rolling mill on steel rails, rolling them from im- 
ported blooms. 


The Rail Market. 

The Iron Age says of steel rails: ‘“‘ There is a good deal of 
business doing, but prices appear to be less firm than they 
were a few weeks azo. In our last we gave some intimation 
of the influences a men | the market, and are inclined to 
the opinion that these continue in sufficient force to pre- 
vent any advance, although the extraordinarily large con- 
sumption may keep prices steady. It isunderstood that $58 
waz accepted for the 10,000-ton lot referred to in our last, 
and $80 seems to be the regular price, with an occa- 
sional sale at a higher figure, a g to t 
livery. There is no scarcity of business, but in view of the 
rapidly increasing capacity for production, manufacturers 


desire to keep arias within moderate limits, so that there 
may be no inducement to send orders out of the country. 
Several mills are negotiating to roll from foreign blooms, 
and one or two transactions of this kind are likely to be 
closed during the week. We hear that foreign rails are 
offered at £6 7s. 6d., f. 0. b., but the high rates of freight in- 
terfere with business.” 

Iron rails are very quiet and little business reported. 
Cutenions are $48.50 to $53 per ton at mill, according to 
section. 

Prices of spikes are shade higher, say $3.15 to $3.25 pe 
100 Ibs. oe continue to be quoted at $2.60 per 100 
Ibs., and track-bolts, $3.25 to #4. 

There is more inquiry for steel blooms, and sales are re- 
ported at $45.50 to $46 per ton, duty paid. ‘ 

Old iron rails are quiet at say $29 per ton in Philadelphia 
for tees, and $30.50 to $31 for double-heads. 


British Rail Exports. 


For the month of Noyember and the eleven months then 
ending the British Board of Trade reports exports of iron 
and steel rails to the United States and to all countries as 
follows, in tons of 2,240 Ibs.: ; 














Nov.: ——To United States.—— —-—To all countries, ——— 
187€. 1880. 1881. 1279. 1886. 1881. 
Iron...... 2.585 4,884 4,393 5,294 10,427 6,659 
S.eel.. . .6,692 10,702 10,951 25,780 34.837 35,152 
Total. ..9,277 15,586 15,344 29,074 45,264 41,811 
Eleven months : 
7 — 17.316 - °£7,212 92.872 48.472 = 126,095 115,265 
Steel..... 20,374 117,660 182,051 307,769 443,17 547,522 
Total. ..37,690 204,872 274,923 570,112 662,787 


356,241 

For the month the exports to the United States of iron 
rails were 10 per cent. less than last year; of steel 2.3 per 
cent. more; of both 114 per cent. less. There was a decrease 
of more than a third in the iron rail exports to all countries 
and a trifling increase in the steel rail exports. ‘ihe United 
States took two-thirds of the total iron rail exports and 31 
per cent. of the total steel exports for the month. 

For the eleven months the exports of iron to the United 
States were 61¢ per cent. more than last year, 
and the steel exports 55 per cent. more. The total is suffi- 
cient for 3,124 miles of track of 56 lbs. rails, while in 1880 
it would have laid 2,328 and in 1879 only 428 miles, Of the 
total iron rail exports, 80.6 per cent. went to the United 
States this year, against 68.7 per cent. in 187%—we took 
5,660 tons more than last year; all other countries 17,390 
tons /ess, and only 22,393 tons in all, or enough for 257 
miles of track. In steel there was a considerable increase 
(121¢ per cent.) in other countries. The whole takings of 
other countries for the eleven months were 22,624 tons more 
than last year; those of the United States, 70,051 tons 
more. 

The monthly exports to the United States this year and 
last have been: 





1881. — ———---1880,-—_——— 

Steel. Iron. Total. Steel. Iron. Total. 

January ........ 1,705 5,666 7.368 7,350 7,941 15,291 
February ....... 4.380 10,419 14,799 6.162 6608 12,770 
0 ae 14,891 10,829 25,720 4,010 10,518 14,528 
[See 28,050 10,352 38,402 7.075 13,727 28,802 
7,206 22.968 6,305 29,273 

/ 16,342 17,572 33,914 

7.054 7,785 14,829 

11,853 4,419 16,272 

10,052 3.880 13,932 

14,092 3,573 17,665 

10,702 884 15,586 





The exports to this country in November, therefore, were 
the smaleat since February, and about 20 per cent. less 
than the average monthly receipts for the rest of the year. 

The United States is the only large taker of iron rails 
this year; the largest exports to any other country are 
only 4,490 tons to British India. The large takers of steel, 
besides the United States, which bad one-third of the whole, 
are Canada, to which was exported 18.2 per cent. of the 
whole, Australia (14 r cent.), India (6.3 per cent.), and 
Brazil (5.5 yer cent.), while 14.2 per cent. of the whole went 
to *‘other countries,” and chiefly, doubtless, to Mexico. 
India took not half as much as last year: all the other 
countries named more. 


Watching the Sleeping Cars. 

The Utica (N. Y.) Herald says: ‘“‘ A new order has just 
been issued to the passenger conductors on the Central- 
Hudson road. It requires the conductors in charge of all 
trains after leaving New York, Albany. Utica, Syracuse, 
Rochester and Buffalo, to make frequent visits to all sleeping 
and drawing-room coaches on their train and thoroughly in- 
spect the condition of each car, see that there is an abundance 
of water, — ventilation, clean toweis, etc.; note and re- 
port whether the conductors and porters wear their uniforms, 

eep awake and attend to their duties; whether they watch 
their cars carefully at stations or neglect them, and in short 
to exercise careful supervision over this portion of their 
trains, reporting all neglect to headquarters. The order has 
caused considerable excitement among railroad mer, many 
of whom protest against it as making them ‘train scaven- 
gers.’ But orders are orders on the Central road nowadays, 
and if they are neglected the offender quickly carries bis 
own head away to private life in a blue envelope. The 
Wagner conductors fear that the order promises nothing 
cheerful to them.” 


The Westinghouse Brake in England. 


The Engineer announces that ‘“‘a limited company has 
been formed in England and has taken over all the property, 
rights and interests of the Westinghouse Continuous Brake 
Co., which was an American organization. The'directors of 
the new company are Mr. George Westinghouse, Chairman; 
Sir Henry ler, Vice-Chairman; Sir Thomas Douglas 
Forsyth, K.C.8.I., and Capt. Francis Pavey. The Westing- 
house automatic brake has, we are glad to say, made prog- 
ress. It is now in use on 14 railways in the United ing- 
dom, being fitted to 1,087 e and 7,719 carriages. In 
France it is in use on eight ways, and is now, or will be 
in a very short time, fitted to 1,416 engines and 7,193 car- 


——. It is also in use in Austria, Germany, Russia, 
Holland, Italy, Sweden, India, New South Wales, 
South Australia and Queensland. In the United 
States it was up to Sept. 30, 1881, fitted 


to 3,435 engines, and 12,270 cars. ” The nd total for the 
world is—engines, 6,599; carri , 29,5 In 16 months, 
that is to say, sinve July, 1880, there have been fitted 3,322 
engines, and 16,060 carriages. With the non-automatic 
brake, there are 2,579 engines, and 11,389 vehicles fitted in 
the United States, principally to —_ trains (%). a 
both types, there are now fitted 0,236 engines, and 41,! 
vehicles. A brake which is in such extended use must be 
experience acquired with it is enormous, and 
yet we find English railway companies halting between two 
opinions, and asserting that they cannot find a satisfactory 
brake, Under the circumstances this sounds like nonsense, 
and it is quite certain it will be impossible for any railway 
company to obtain by its unaided efforts, during a few 
—, twentieth part of the experience ulready gained 
y 
born arguments, and the way in which the Westinghouse 








Brake Co. Facts constitute very stub- | trust, 


brake has made its way, in spite of a great deal of opposi- 
tion, is a fact constituting a most powerful argument in its 
favor.” 


Instrument for Detecting Color Blindness. 


The English Mechanic sa i that the British Board of Trade 
has requested the Consul at Philadelphia to procure one of Dr. 
Thomson’s instruments for detecting color blindness. It con- 
sists simply in a jointed rod, fitted with 40 numbered but- 
tons, on which skeins of differently tinted wool are sus- 
ey the buttons being hid by the jointed arm of the rod. 
he 20 numbers to the left are the green test, in which the 
odd numbers are shades of green, and the even numbers, 
“confusion colors,” shades of gray, ligbt brown, etc. From 
21 to 30 the skeins are alternately rose or purple and blue; 
and from 31 to 40 the odd numbers are red and “‘ confusion 
colors,” such as olives and browns, on the even numbers. 
The subject is requested to select ten skeins to match the 
n skein shown to him, and if he is color-blind to that 
ee, he throws over odd and even numbers all along the rod, 
whereas if his vision is normal, he at once picks out the ten 
green skeins. The merit of the instrument is that Dr. Thom- 
son, by judicious selection, has reduced Holmgren’s 150 
skeins to the more convenient number of 40, and finds them 
sufficient for testing men who apply for employment on the 
Pennsylvania Railroad. 


Attempt at Train Wrecking. 


A fiendish attempt was made last Wednesday night to 
wreck the Lake Shore lightning express near Delta, about 
30 miles west of Toledo, and, but for the heroism of the 
engineer, a fearful accident would have been the result. 
The east-bound Lake Shore lightning express was running 
about 60 miles an hour to make up lost time, when, near 
Delta, the engine struck a tie placed across the track. The 
sudden check in the rapid speed hurled the engineer vio- 
lently against the hot boiler-head, bruising and burning him 
severely. While suffering intensely, lying upon the boiler, 
he grabbed the air-brake lever awe f stopped the train almost 
instantly. The tie was thrown from the track without 
damage, but a second one was struck about 20 ft. further 
on. The train had come almost to a standstill, so that the 
effect of the second encounter was merely the derailing of 
the forward truck of the locomotive. 

The brave engineer, Mr. Thomas Boyd, suffering in- 
tensely from his injuries, stepped down from the engine, per- 
fectly cool and composed, to ascertain the extent of the 
damage, while the fortunate sengers crowded aro ind to 
shower their gratitude upon the man to whose heroism they 
owed their lives. Naturally they were excited to the highest 
pitch of indignation and fury, and scattered out in all direc- 
tions to find the fiends who had attempted their destruction. 
One of their number stood a little way from the main body, 
and, thinking him to be one of. the robbers, a simultaneous 
rush was made for him. He was about to be summarily 
stretched from a convenient tree, when, fortunately, he was 
able to prove his identity. A thorough search was then made 
of the neighboring territory, but the would-be murderers 
had escaped. The following day a man named W. A. 
Wayne, of Wauseon, who had served a term in the peniten 
tiary, was arrested on suspicion. It is claimed that he was 
put off a freight train Jast Wednesday, and took revenge on 
ys next passenger that came along.—Chicago Tribune, 

ec. ID 


-{~| Signals Blown Down. 


Ina report on the Desford accident, Major Marindin, of 
the British Board of Trade, shows that it resulted from the 
blowing down of signals on Oct. 14, and he gives a list of 
88 signals blown down on thatday.—The Engineer. 


OLD AND NEW ROADS, 








Central, of Georgia.—At the annual meeting in Sa- 
vannah, Dec. 22, no quorum was present, and consequently 
no action was taken with regard to the proposed increase 
of stock to represent the Ocean Steamshi» Company prop- 
erty. 

In answer to questions President Wadley made the follow- 
ing statements as to the earnings of the current year, which 
began Sept. 1: ‘‘ They have fallen off very considerably. In 
round numbers, for tae three months ending with the first 
of the present month, they are a little over $180,000 net 
less than they were for the corresponding three months last 
year. 

‘The deficiency will be increased. There are two reasons 
for this: First, the crop is very short in the country tribu- 
tary to our road, and necessarily our gross earnings must be 
less; then our expenses will necessarily be more; for we 
have been obliged to advance the pay of almost al! our op- 
eratives, and all the material we use is considerably higher 
than last year. We entered upon this year with everything 
rising, while a year ago we were working with labor and ex- 
— on a lower scale—a scale of prices that had prevailed 

ora year or two before that—and it will necessarily be 
some time before we can get down to the plane of this year 
represented in this report. We are going in two directions 
—declining with our gross earnings and increasing with our 
expenses. It would not surprise me if this present year 
comes to a close with $250,000 to £300,000 net less than we 
had last year.” 


Central Pacific.--The Central Pacific Company, of 
Wyoming, has filed articles of incorporation in that terri- 
tory. The articles cover a line across the territury as part 
of the proposed extension of the Central Pacific from Ogden 
eastward. The line is north of the Union Pacific and gen- 
erally parallel with it. 

Surveys are being made for the extension of the Oregon 
Division from Redding, Cal., northward to the Oregon line, 
to meet there the Oregon & California road. It is under- 
stood that work will be begun as soon as the final location 
is made. This will take some time, as the country is hilly 
and difficult. 


Chesapeake & Ohio.—It is announced that this com- 
pany has finally concluded a lease of the Cecilian Branch of 
the Louisville & Nashville, thus securing an entrance into 
Louisville for its Southwestern line. 

The company has also concluded an reement for the 
passage of its trains between Louisville and Lexington over 
the tracks of the Short Line, now owned by the Louisville & 
Nashville, thus avoiding the necessity of building a new line 
from Lexington to Elizabethtown, as had been proposed. 

Sealed pro Is will be received at the office of Chief 
Engineer J. 5. Morrison, in Richmond, Va., until noon of 
Jan. 6, for the construction of the stations on the new East- 
ern Extension between Richmond and Newport News. Plans 
and specifications can be seen at the office in Richmond. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
StgPaul Pioneer-Press says: ‘‘ At the coming session of the 
Wisconsin iene a bill will be introduced to declare 
forfeited the land granted for a road from Mud Lake to Su- 

rior City, and confer them upon the Chicago, St. Paul, 

nneapolis & Omaha Company. The original grant was 
made by Congress in 1856, state holding the lands in 





and was given power to d of them in such man 
ner as the ture shall provide. In 1874 the legislature 
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granted to the Chicago, Portage & Superior Company a 
grant of 249,600 acres on either side of a line sur- 
veyed from Yellow River to Superior ; upon condition that 
the road to Superior City shall Se built and in operation by 
the time the North Wisconsin is built to Yellow River, the 
point of intersection, and within five years of its acceptance 
of the lands, and shall also construct and put in operation 
the _— railway of said a Portage & Superior 
Air Line, nortberly from Genoa, in Walworth County, at the 
rate of 20 miles a year. Under this arrangement the time 
allowed for the building of the northern 65 miles of the Air 
Line road would have expired May 5, 1879. The Legislature, 
however, in 1878, exteneed the time three years, or until 
May 5, 1882. The first work was done on the liue 
last spring. Meantime a number of companies had 
cast a longing eye on this grant, as it was not 
being earned by the construction of a road called for by 
the terms of its allowance, and last winter several bills were 
introduced to confer it upon other companies, notably the 
Chicago, St. Paul & Omaha, and the Milwaukee & St. Paul; 
but none of them became a law. Last spring the former 
company began the work on a linefrom Yellow River to 
Superior City, with the avowed object of securing a connec- 
tion with the Northern Pacific, and are building a line from 
Chippewa Falls to Yellow River, having iron laid to Bloomer. 
This entire line, when completed, will give them a chance 
at the Chicago freight, from Superior and the Nortr- 
ern Pacific. With this line, which it is intended to complete 
by May next, the St. Paul & Omaha company, it is al- 
leged, will make an effort to secure the land grant, which it 
is claimed will be forfeited by the other company by its 
failure to complete the road within the allowed time. © The 
points to be made by the St. Paul & Omaha Company, it is 
claimed, will be: 

“1. That the grant made tothe Air Line Company by the 
Legislature is a part of the grant made by Congress for a 
railroad and branches, and of that system the present North 
Wisconsin is constitutionally the main line. 

‘2. That the Air Line Company will fail to build the line 
within the time prescribed by on and 

‘*3. That the best interests of Northwestern Wisconsin 
would be subserved if the road be operated by a first-class 
company, able to furnish better facilities for the transpor- 
tation of freight and passengers.” 

Track on this company’s Chippewa Falls & Northern 
Branch is now laid from Chippewa Falls, Wis., northward 
een” 15 miles. The bridge over the Chippewa River 
is finished, 


Dallas & Wichita.—At a recent meeting the stock- 
holders voted to transfer this road to the Missouri, Kansas 
& Texas Company. Notice is accordingly given that the 
road will be hereafter worked by that company, and will be 
known as the Dallas Extension of the road. 


Des Moines Northwestern.—The track on this road 
is now laid to Lohrville, Ia., 90 miles from Des Moines, and 
the road is graded to Fonda, 30 miles further. The track is 
being pushed as fast as possible. 


Florida Central.—It is announced that a controlling 
interest in this road (from Jacksonville to Lake City, 66 
miles) hus been sold to English parties, who have made in- 
vestments in Florida lands. The same parties are also nego- 
tiating for a controlling interest in the Atlantic, Gulf & 
West India Transit road, from Fernandina to Cedar Keys. 


Grand Trunk.—A dispatch from London, Dec. 22, 
says: ‘‘At a meeting of shareholders of the Grand Trunk 
Railway at the Cannon Street Hotel yesterday, Sir Henry 
Tyler, President, proposed a supplementary traffic agree- 
ment with the Chicago & Grand Trunk Railway, with the 
Michigan Air Line, and with the Midland ilway of 
Canada. He gave a favorable account of the prospects of 
the road, and said he believed that at the half-yearly meet- 
ing he would be able to recommend the payment of the 
second-preference dividends in full. The statement of the 
President was favorably received, and the policy he recom- 
mended approved.” 


Gulf, Colorado & Santa Fe.—The Fort Worth 
Branch being completed, work has been resumed on the ex- 
tension of the main line. Grading is in progress, and on 
Jan. 1 tracklaying will be begun from Belton, Tex., toward 
Lampasas. 


Hannibal & St. Joseph.—It is understood that this 
company declines to pay the interest due Jan. 1 on the Mis- 
sour state bonds issued for its construction, on the ground 
that it has paid the state the full amount of the debt and 
can certainly not be called on to pay interest on a debt 
whicb has been paid. The state, however, claims that the 
company is still liable for the interest, and threatens sum- 
mary measures to enforce its payment. 


Keokuk & Hamilton Bridge.— The span of this 
bridge, which was knocked down some weeks ago by a col- 
lision with a steamboat, has been rebuilt, and trains began 
to run over the bridge again on Dec. 18. 


Lake Erie & Western.—It is stated that this company 
has decided to extend its road next year from Bloomington, 
Ill, to Peoria, about 36 miles. 


Memphis & Charleston.—Notice is given that the 
East Tennessee, Virginia & Georgia Railroad Company, as 
lessee of the Memphis & Charleston, will pay the past-due 
coupons at the office of R. T. Wilson & Co., New York. of 
the latter road which have not heretofore been bought in by 
the lessee, and will purchase at the par or face value of same 
the coupons maturing Jan. 1, 1882, on presentation on and 
after Jan. 1, 1882. 


Missouri Pacific.—Track is now laid on the Central 
Branch Division to Leonard, Kan., 25 miles westward from 
the old terminus and 295 miles from Atchison. Regular 
trains run to Leonard from Jan. 1. 


Nashville, “Chattanooga & St. Louis.—This com- 
ny’s statement for November and the five months of its 
seal year from July 1 to Nov. 30 is as follows - 


99 


; November. 
NN 5 5.55/05. 45'4" aie imate coaee $152,059 
Expenses 96,541 


Five months. 
"507,590 

~ $92,104 

For the five months there was a decrease of $25,840, or 


3.1 per cent., in gross earnings, and of $27,860, or 8.1 per 
cent. in net earnings. 


New York & New England.—It is rumored that this 
company has concluded a contract with the New York, Lake 
Erie & Western for the interchange of traffic, the Erie 
a ‘ing to give all its New England business to this road. 
The contract is to take effect Jan. 1 

This company gives notice of application to the Massa- 
chusetts Legislature for authority to exténd the Woonsocket 
Division of its road from some point in Brookline or New- 
ton to Boston, over the right of way of the Boston & Albany 
Railroad Company, or otherwise; to extend the Southbridge 


NOE CAVMINGS..... 0... cccsceece ‘ 
Interest and taxes 


Branch of the road from Southbridge to some convenient 
point on the line of the Massachusetts Central Railroad; to 
extend the Ridge Hill Branch of the road from its terminus 
in Needham through Wellesley and Natick to Framingham, 
and to take additional land for stations and freight yards at 
various places on its present road. 


New York & Western Short Line.—This company 
has been organized to build a railroad from Quakertown, 
Pa., through the northern part of Bucks County to the Del- 
aware River at Durham, and thence through the Musconet- 
cong Valley to Bloomsbury, N. J., on the New Jersey Cen- 
tral. Sufficient subscriptions have already been secured 
- the line to build the road from Quakertown to Dur- 

am. 


Northern Pacific.—The following statement is made 
for the five months of the current year from July 1 to 
Nov. 30: 

GROSS GATMINEE.. 28s oi sec ccscccses $2,374,558 
| ee ee re riers ee eae | 1,139,788 
$1,234,770 

2,445,473 

Total $3,680,243 

Work continues to be pushed on the extension from Ft. 

Keogh, Mon., westward. 


Net earnings 
Surplus, June 30... 


North Pacific Coast.—This company has put on record 
in San Francisco two mortgages, one for $600,000, and a 
second for $500,000. The tones to be issued will all bear 
6 per cent. interest. , 


Oregon & California.—Surveys are being made for 
the extension of this road from Roseburg, Or., southward to 
the California line. Several lines willbe run. The distance 
is about 142 miles, through a very rough country which will 
require heavy grades and expensive work on any possible 
line. The junction with the Central Pacific will be at the 
base of Siskiyou Mountain, and near that point a tunnel a 
mile long will be required. The road has been located from 
Roseburg along the Umpqua River to the mouth of Cow 
Creek, 24 miles, and work will soon be begun. No further 
_ location will be made until all the surveys are fin- 
ished. 


Pennsylvania.—This company gives notice that annual 
passes for 1881 will continue to be good until Jan. 15 next. 
This rule applies also to all the Pennsylvania Company’s 
lines west of Pittsburgh. . 

The statement for November shows for all lines east of 
Pittsburgh and Erie, as compared with November, 1880 : 
An increase in gross earnings Of........ ©... -...00+++++-- $265,302 
An increase in expenses of 199,034 

Net increase $66,268 

The increase in both gross and net earnings was somewhat 
unexpected. For the eleven months ending Nov. 30, as 
compared with the corresponding period in 1880, the same 
lines show: 

An increase in gross earnings of 


cA ot ces Soba’ $2,680,188 
An increase in expenses of........ : 


1,977,779 

Net increase $702,409 

All lines west of Pittsburgh and Erie for the eleven 

months of 1881 show a surplus over liabilities of $2,828,121, 

being a loss as compared with the same period in 1880 of 
$31,441 


Philadelphia & Reading.—The Receivers’ cash ac- 
counts for October, as audited by the Master, are as follows: 
Railroad Co. Coal & Iron Co. 
$557,623.92 $52,867.40 
3,182, L66.74 1,660,712.21 
$3,739,790.66 
3.148,206.83 
$591,583.83 $99,798.31 
The balance held by the Receivers on account of preferred 
income bond subscriptions 1s $276,568.64. This is held asa 
special deposit, subject to further orders of Court. 

It was reported in Philadelphia last week that the McCal- 
monts, despairing of success, had made offers of compromise, 
agreeing to support Mr. Gowen for President, provided they 
were given a representation at the board, and a quanantee 
against extravagant schemes, 

The Philadelphia correspondent of the American Exchange 
says: ‘All the reports attributing to the McCalmonts a 
desire to strike a bargain with the opposing forces have 
been denied, and the estimates of Mr. Gowen’s individual 
strength are obviously overdrawn. The following state- 
ment will give some idea of the position of the contending 
forces : 

Total share issue 

Shares and proxies, said by himself to be held by ex-Pres- 
ident Gowen 3 sences » MBO R00 

Shares claimed in prospective by the same candidate.... 30,000 

Shares and proxies already held by President Bond... .. 250,000 

‘*This would leave a margin for disfranchised shares and 
stock held by brokers for their customers of only 117,663. 
In this calculation, it is apparent that Mr. Gowen hus, with 
his customary sanguine outlook, greatly overdrawn his own 
strength, or that afar smaller number of shares—in fact 
less than half the amount of any previous election—will be 
disfranchised. When the apathy of small holders and the 
large amount of stock which, in the course of regular trad- 
ing, is locked up in brokers’ offices, are considered, the latter 
reasoning is scarcely plausible.” 


Pullman's Palace Car Co.—A dispatch from St. 
Louis, Dec. 23, says: ‘‘Yesterday the Pullman Palace Car 
Company made application to Judge McCrary of the 
United States Circuit, sitting at chambers in Keokuk, Ia. 
for an injunction to prevent the Iron Mountain Railroad 
from substituting une Wagner sleeping cars for the Pullman 
Company’s, arrangements for which had been made to go 
into effect Jan. 1. J udge McCrary issued a restraining order, 
which reached the United States Court here this afternoon, 
and notice was at once served on the officers of the Iron 
Mountain Company. The case will be argued here, but so 
far as known the day of hearinghas not been set. It ap- 
a that the contract between the Pullman and Iron 
Mountain companies expired on Nov. 20, but the Wagner 
cars to be used onthe road after that date not being 
ready at that time, it was verbally agreed that the Pullman 
cars should continue to run until the Wagner cars were 
completed. An arrangement to this effect, it is alleged, was 
made between Mr. Pullman and Colonel A. W. Soper, Gen- 
eral Manager of the Wagner company, but it now appears 
Mr. Pullman has taken a different view of the case and has 
invoked the aid of the United States Court to compel the 
Iron Mountain company to continue the use of his cars. 

‘* The purpose of the Iron Mountain Company was to put 
the Wagner cars aot only upon the Iron Mountain road, but 
upon the Texas & Pacific and the International & Great 
Northern, and with this view intended commencing to-night 
to distribute ten cars which have been here for some days 
past to proper points on the roads mentioned. This, it is 
understood, will not now be done, and no action will be taken 
in this direction, except under direct instructions from Jay 


Balance, Oct. 1 
Me Fox 3ceokcacpastates 
$1,713,579.61 


Disbursements............... 1,613,781.30 


Balance, Nov. 1 








Gould, who is in active correspondence with Vice-President 
Hayes and General Manager Hoxie on the subject. Itis 
alleged that Mr. Gould will fight this case to the bitter end, 
and thdt the Pullmans will press it with all the vigor 
possible. It is also the design of Mr. Gould to use the Wag- 
ner cars on the Missouri Pacific system as soon as the con- 
tracts expire. It will, therefore, be seen that a great in- 
terest is involved in the suit.” 

The report as to the action taken against this company 
by the Canadian government was very much exaggerated. 

0 cars were levied upon, but the government officers seized 
some of the company’s books, which were afterwards 
returned. The officers of the company state that all 
charges can be easily explained. 


St. Louis, Des Moines & Northern.—Track is now 
laid for 23 miles north from Des Moines, Ia., to the high bridge 
over the Des Moines River. Work 1s in progress on this 
bridge and it will probably be done by Feb. 1. Work is 
also in progress north of the river. 


St. Paul, Minneapolis & Manitoba.—The St. Paul 
Pioneer-Press of Dec. 25, says: ‘‘ On Thursday the contract 
for building the immense bridge of the St. Paul, Minneapolis 
& Manitoba Railway across the Mississippi River at Minne- 
apolis was awarded by the railway officials to Messrs. Dar- 
rah, Haveland & Co., of Painesville, O. The plans for the 
bridge are those of Col. C. C. Smith, Chief Eagineer of the 
road, and after being submitted to the most experienced and 
competent bridge -experts have been very highly com- 
mended and approved. The bridge will bea stone arch, 
with no less than 20 spans of solid masonry. Sixteen of 
these will be 80 ft. in length, and four 100 ft. each, making 
the total length of massive masonry 1,900 ft. 

‘* The bridge will be 60 ft. above the level of the water, 
and 30 ft. wide, affording ample room for two tracks, and 
in every part will be of the most substantial. and durable 
character. 

‘Messrs. Darrah, Haveland & Co. have obligated them- 
selves to commence work immediately, and they left Min- 
nesota two days ago for the purpose of securing men and 
machinery required at the very beginning of operations on the 
magnificent enterprise. The contractors further agree to 
employ from 800 to 1,000 men, to work night and day, and to 
provide a sufficient number of electric lights for the purpose. 
The bridge, when completed, will be one of the greatest 
specimens of engineering skill in the country, eg sac’ 
when the difficulties to be encounterei in laying the found- 
ations and piers are considered. The foundations at all 


_points exposed to the water are to be of Sauk Rapids granite, 


of 
the 


the main structure of limestone and the trimmin 
Kasota stone. The cost of the immense bridge an 
necessary approaches will exceed $1,000,000.” 


Securities on the New York Stock Bxchange.— 
The following securities have been put on the lists at the 
New York Stock Exchange : 

Charlotte, Columbia & Augusta, 
$2,000,000 first-mortgage bonds. 

Chicago, Milwaukee & St. Paul, $500,000 additional Min- 
eral Point Division bonds, Nos. 2,101 to 2,600. 

Chicayo & Northwestern, $1,600,000 Milwaukee & Madi- 
son Division bonds. 

Des Moines & Ft. Dodge, $1,200,000 first-mortgage bonds. 

East Tennessee, Virginia c& Georgia, $2,650,000 addi- 
tional consolidated bonds, Nos. 4.801 to 7,450. 

Green Bay, Winona & St. Paul, $8,000,000 common 
stock; $2,000,000 preferred stock; $1,600,000 first-mort- 
gage bonds; $3,781,000 invome bonds. 

Missouri, Kansas & Texas, $2,480,000 additional general 
mortgage bonds, Nos. 34,102 to 36,581. 

South Carolina (new company as reorganized), $5,822,200 
stock; $5,000,000 first-consolidated bonds; $1,500,000 sec- 
ond-consolidated bonds; $3,000,000 income bonds. 


Southern Pacific.—The first through train from San 
Francisco to New Orleans over this road,the Texas & Pacific 
and the New Orleans Pacific was to leave San Francisco 
Dec. 30. The first west-bound train will probably leave 
New Orleans Jan. 1. 


2,578,000 stock and 


Texas Trunk.—At 2 meeting of the creditors of this 
company, at Dallas, Messrs. W. M. Rogers, Richard Morgan 
and A. Newlin were appointed a committee to ascertain the 
indebtedness of the road. After an examination they report 
that the road owes $114,227.70, the creditors being prin- 
cipally in Dallas and Kaufman, and they think that there 
are other claims against the road enough to make its in- 
debtedness $125,000. The road has no money. 


Troy & Chatham.—This company has filed articles of 
incorporation for a railroad from Troy, N. Y., south by east 
to Chatham Village, about 35 miles. The capital stock is to 
be $1,000,000. 


Vicksburg, Shreveport & Pacific.—Contracts for 
grading the extension of this road from Monroe, La., tu 
Arcadia, 47 miles, have been let to Cram & Bailey, of New 
York. Contracts west of Arcadia to Shreveport are to be 
let as soon as the maps and profiles are ready. 


Warwick Valley.—At the anoual meeting last week a 
dividend of 244 per cent. was declared. A resolution was 
unanimously passed in favor of a future consolidation with 
the Lehigh & Hudson River yf which is now extend- 
— line from McAfee Valley, N. J., to Belvidere. 

he President, Grinnell Burt, reperted that the road was 
in a prosperous condition. The earnings show a large in- 
crease, which, he said, would be still further increased by 
the completion of the New York & New England Railroad 
on the one side and the Lehigh & Hudson River Railroad on 
the other and the consequent establishment over its line of 
through rail communication between New England and the 
Southwest and West. The New York & New England has 
already, within the past month, opened its line through to 
Newburgh, and the Lehigh & Hudson will b2 completed 
early in the coming Spring. The greater part of the work 
upon the latter road is already done. Eighteen miles out of 
41 are already compiete and ready for operation, and of the 
residue all but seven miles are graded and ready for the rails. 
By Feb. 1 next the first section of 23 miles from Belvidere, 
N. J., to Andover will be complete, and freight can be at once 
carried through by connecting with the Sussex Railroad and 
using its track from Andover to Fran’ lin Furnace. The com- 
pletion of this line will add an important link thitherto want- 
ing in the chain of communication between New England and 
the Hudson River and the West and South. The new road 
has been exceptionally fortunate in its location and align- 
ment. It has a maximum grade across New Jersey of only 
37 ft. to the mile; going East over 80 per cent. of the line is 
practically tangent. Recent large discoveries of valuable 
iron ore deposits along the line and in close proximity to the 
hack, which are even now being mined in anticipation of 
the opening of the road, have greatly increased the pros- 
pects for the rapid development of a large local business. 


Wilmington & Weldon.—Surveys are to be made for 
a cross-cut line from this road at Wi , N. C., southwest 
to Florence, 8S. C., the junction of the Wilmington, 
Columbia & Augusta and the Northeastern roads. The 
distance from Wilson to Florence is 135 miles, or about 70 
miles less than the present line through Wilmingtcn. 











